









—=- ISSUED WEEKLY -—- 


Entered as second-class matter, January 4, 1913 at the postoffice at Chicago, Ill., under the Act of March 8, 1879. 




















Vol. XIV, No.19 “HSL CHICAGO, ILL,, NOVEMBER 7, 1914 Price, $10.00 Per Year 


permease peengiapemeeeteepaemeeenateenenett 1 crepatementnerntneeenbenhneapeenenntememnieeaetl 
Yeon Lam F_¥7__ t_,sz_6 








Two Great Economies 
for the Traffic Manager 


The Traffic Manager measures every suggested improvement’s 
value in terms of time, and anything that promises a saving of 
time should be assured every Traffic Manager’s attention. 


It is not, however, to the hauling of freight, but to the handling 
at the terminals—so the best-posted authorities agree—that the 
Traffic Manager must look for such saving. 


And it is in the handling of freight at the warehouse, factory and 
terminal that the greatest amount of timie may be saved with. 
both the 


Otis Gravity Spiral Conveyor 


and the 


Otis Inclined Elevator 


The Otis Gravity Spiral Conveyor is built to take everything up 
to big boxes and barrels, from any upper to any lower level. The 
daily economy of time and expense from the Conveyor is easy to 
understand from the fact that it requires no operator and no 
operating power, its cost ending with its installation. 





The Otis Inclined Elevator has proven its tremendous capacity 
for the saving of time and expense in the moving of freight from 
lower to upper levels at such railroad terminals as the New York 
Central, Weehawken, N. J., and at docks, warehouses and factories 
throughout the country. 


In uninterrupted transportation at speed beyond man 
power alone lies the economy of the Otis Inclined 
Elevator with its small operating cost. 






For Conveyor and Inclined Elevator Booklets and 
information as to adaptation of these to your traffic 
handling problems, write to 


OTIS ELEVATOR COMPANY 


Eleventh Avenue and Twenty-sixth Street, NEW YORK 
600 West Jackson Boulevard, CHICAGO 


Offices in AU Principal Cities of the World 
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Our Daily Traffic World and Traffic Bulletin 


Will Appeal 


LET US SEND SAMPLES 


THE TRAFFIC SERVICE BUREAU, 


LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS 


—The object this league is 
to interchange ideas concerning traffic 
matters, to ce-operate with the Inter- 
state Commerce Commission, state rau- 
road coeeeens . a 
@omparies in prome and secu 
better understanding by the public an 
the state and national governments of 
the needs of the traffic world; to secure 

i lation where deemed neces- 

. the modification of present 
Ge Geese considered harmful to the 
teen, interchange of cemmerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 
& North 


The National Industrial Traffic League. 
Object— of 


@leadquartters, Tacoma Bldg., 
La Salle 8t., Chicago. 


Officers. 

BR, Gi Wihe0Bi. ccc ccccccsecccccccs President 

Traffic Commissioner, “Toledo Com- 
merce Club, Toledo, Ohio. 

obecceccscceccoses Vice-President 


loner, Freight and Traffic Di- 
vision Chamber of Commerce, Indian- 
ey Ind 

Zhe sie s -Treasurer 
Michigan 


ue Gane ie Sout 
w Avs Gh Som. 
David P. hi Jom... Asst. Secretary 
5 Merth La Salle St., Chicago. 


Ceponet im eo on Yariee / eeese- 


American Trust ee Bide. oaeieee 
National League of Sontelbeion Bacchente 
of the United Sates. John C. Scales, 
Pres. ‘aie Tih ; 8S. French, Busi- 
ness ‘Manager, 90 tweet Broadway, New 


neers Associa- 
8, Seey., Minneapolis. 

Sterling eauteeheeaie® and Shippers’ 

Association. In charge of traffic in- 

dustries located at Sterling and Rock 

‘ Falls, ll. W. P. Benson, President; H. 

H. Wood, Vice-President; W. J. Bur- 





leigh, Secy.-Treas.; W. E. Long, Traffic 
Manager. 

The Memphis Freight Bureau. L. R. 
Donelson, Pres.; . G. Thomas, Vice- 
Pres.; James S. Davant, Commissioner, 
Memphis, Tenn. 

Traffic Bureau of Associated Industries, 
Central Manufacturing District. Knee- 
land Ball, Pres.; L. Nicholson, Vice- 
Pres.; W. E. Cullen, Secy. and Traffic 
Director, Chicago. 


TRAFFIC CLUBS 


The Traffic Club of New York. R. H. 
Walace, Pres.; C. A. Swope, Secy. 

Brooklyn Traffic Club. Joseph Mills, 
Pres.; Frank Rochambeau, Secy. 

Traffic Club of Kansas Cl Joseph A. 
Tapee, Pres.; Alfred A. ild, Secy. 

Topeka Traffic Association. J. F. Haskell, 

res.; Samuel E. Lux, Secy.-Treas. 

The Spokane Transportation Club. Chas. 
.: G. Shinkle, Pres.; J. W. MacIntosh, 
ecy 

The Traffic Club of en - S ne 
Maddison, Pres.; W. a 

The Traffic Club of Philadelphia ’C 
Bowden, Pres.; Don C. Hunter, Secy. 

The Traffic Club of ai Louis. R. K. 
Pretty, Pres.; W. S. Crilly, Secy.-Treas. 

The Traffic Club sg Pittsburgh. Edward 
F. Lalk, Pres.; D. L. Wells, y. 

The Transportation Club of indianapolis. 
ie R. xwell, Pres.; L Stone, 
ec 


The Traffic Club of New England, Boston. 
Sam W. Manning, Pres.; C. A. Ander- 
son, Secy. 

The “Tranaportation Club of Louisville. 
ion" 9. Gray, Pres.; S. McBride, 

ec 

The Transportation Club of Toledo. E. 
D. Ryan, Pres.; Harry S. Fox, Secy. 

The Traffic Club of baltimore. J. Frank 
Rvlev. Pres.: © C. Kailer Secy. 

Transportation Club of Buffalo, F. 
Talcott, Pres.; H. G. Gaston, Secy. 
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The Traffic Club of Newark. H. B. R. 
Potter, Pres.; J. J. Kautzmann, Secy. 
The Transportation Club of Seattie. Ar- 
thur E. Campbell, Pres.; F. C. Nessly, 

Secy.-Treas., 

The Transportation Club of Detroit, Mich, 
George E. Clarke, Pres.; W. R. Hurley, 
Secy. 

Transportation Club of San Francisco. 
Thomas Finigan, Pres.; Theo, H. Jacobs, 
. Secy. 

The Railroad Club of Kansas City, Mo. 
George E. Roe, Pres.; Claude Manlove, 
Secy. 

The Traffic and Transportation Club of 
Birmingham, A. . Carey, Pres.; H. 
H. Knight, Secy. 

The Traffic Club of Minneapolis. F. B. 
Rowley, Pres.; E. O. Fellows, Secy 

Salt Lake City Transportation Club. 
Julian Bamberger, Pres.; R. E. Row- 
land, Secy. 

Traffic Club of Milwaukee. George A. 
Schoeder, Pres.; Carl Backus, Secy. 

Transportation Club of Lima, O. Lloyd P. 
Sherrick, Pres.; D. L. Rupert, Secy- 
Treas. 

Grand Rapids Traffic Club, Grand Rapids, 
Mich. B. C. Leavenworth, Pres.; L. M. 
MacPherson, Secy. and Treas, 

Transportation Club of Peoria. Dam 
Mowat, Pres.; A. S. Howells, Secy. 

Traffic Club of Cleveland. D. F. Hurd, 
Pres.; M. F. Doyle, Secy. 

Traffic Club of Erie, Pa. Edwin H. or 
villier, Pres.; M. W. E’smann, 

Los Angeles Traffic Association, Los io aa 
geles, Cal. E. S. Blair, Pres.; C. B. 
Cline, Secy.-Treas, 

Traffic Club of Jacksonville, Fila. A. W. 
Fritot, Pres.: Chas. A. Bland . 
The Traffic Club of Fort Worth. J. M. 
Andrews, Pres.; R. R. Wilson, Secy. 
The Traffic Club of the wn Dayton 
es tee J. Crum — 

H. Hagerman, Recording See 
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PACKAGE EFFICIENCY 


Make your goods help sell themselves by packing them in containers that will 






















deliver them in the same perfect condition that they leave your factory. 


Satisfied Customers and In- Efficiency in packing is Not 
creased Sales will be the result. | spelled by Cheapness. 


Will the containers carry the goods in perfect condition? Then consider the cost! 
Our selling force is trained in efficient packing and is at your service to help solve 
your packing troubles. 


FOREMOST | (CARRIERS 
i ND 
B®! NGING HIPPERS 
REAL . NDORSE 
FF FICIENCY eee 


—_—_ 


HUMMEL & DOWNING CO., Milwaukee, Wis. 


OFFICES—Chicago, Detroit, Minneapolis and St. Louis 














Chicago’s 
Newest and Biggest 








Storage Warehouse 








‘ Located in the heart of the business district, 
Gravity 


g Poe Convey ers has one million square feet of fire- 
Convey Suitable 


7 for all proof storage space. 
urposes ry ; 
ne Short hauls for teams of city customers 


and unexcelled shipping facilities. 


Shipments made from storage over all 
Trunk Lines through Chicago Tunnel and 
B. & O. C. T. Ry., the CARTAGE 
CHARGES thus being ELIMINATED. 


Descriptive Booklet on Request. 





Typical illustrations of Mathews Gravity Conveying devices as 
installed for actual use in handling various classes of commodi- 


* 
ties. The Mathews line is universally recognized as standard— Soo Terminal Warehouse Co. 


the oldest and best known. Used and recommended by all lead- 


ing American and foreign manufacturers, wholesalers, shippers 519 West 12th Street 


and warehousemen. Write for catalog. 


MATHEWS GRAVITY CARRIER COMPANY 


BRANCH ractorigs { Terento, Een ELLWOOD CITY, PA. 


CHICAGO 
Phone Canal 5740 
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of Attorneys 


Practicing before the Interstate Commerce Commission 


Charles Conradis 


Practices before the 
Interstate Commerce Commission 


418-430 South Market St., Chicago 
506-7-8-9-10 Colorado Blidg., Washington, D. C. 


John B. Daish 


Interstate Commerce Cases Only 
602-606 Hibbs Bldg., Washington, D. C. 


Walter E. Mc Cornack 


Formerly attorney for Interstate Commerce Com- 
mission; Counselor at Law 
Suite 956 First National Bank Bldg., 
Chicago, IIl. 


Cc. D. Chamberlin 


Attorney at Law, Commerce Counse] for the 
National Petroleum Association 
Rose Bldg., Cleveland, Ohio 










Richard J. Donovan 


COUNSELOR AT LAW 


Preparation of cases and trials of cases before the In- 
terstate Commerce Commission a specialty; Experts on 
railroad tariffs furnished. Correspondence invited. 

233 Broadway, New York 





James E. Greene 


Practices Transportation Law Only 


Including Practice Before the Interstate Commerce 
Commission. 
608 Ford Blidg., Detroit, Mich. 


Rufus B. Daniel 


ATTORNEY AT LAW 
INTERSTATE COMMERCE CASES ONLY 


625 Mills Building El Paso, Texas 








E. J. McVann 


Attorney and Counselor at Law 


Practice before Interstate Commerce Commission 
and various State Commissions a specialty. 


Suite 1705 Woodmen Bldg., Omaha, Neb. 





H. R. Small 


Practices before the Interstate Commerce 
Commission 


1605-14 Pierce Bldg., St. Louis, Mo. 







M. W. Borders 
CORPORATION, INSURANCE 


AND ANTI-TRUST LAWS ALL MA 















BORDERS, WALTER & BURCHMORE 
555-561 Rookery, CHICAGO 
Luther M. Walter 
Formerly Attorn 


B. G. Dahlberg 
COMMERCE EXPERT 
Interstate Commerce Cases 
State Commission Cases 
Expert Rate Analyses 


Watson & Abernethy 


ATTORNEYS AT LAW 
Specialists in Commerce Cases 


1601-20 Pioneer Bidg. St. Paul, Minn. 


Hal H. Smith 


(Beaumont, Smith & Harris) 


Practices before Interstate Commerce Commission 
1123-28 Ford Bldg., Detroit, Mich. 


Formerly with I. C. C. and Dept. of Justice as Expert 
Acct. and Spcl, Asst. U. S. Atty. oer: Financial 
and Operating Analyses, Cost of Service Tests and 
Comparisons in Interstate and Intrastate Rate Litigation. 


420-424 Woodward Bldg., Washington, D. C. 


Blackmar & Bundschu 


Attorneys and Counselors. 
Suite 904 Commerce Building, 
Kansas City, Mo. 


Special Attention to Rate Claims and 
Practice before the Interstate Commerce Commission. 


HUGH C. SMITH, 
U. S. Att Asst Fore Att 
E a sst. U. S. y: 
PAULE. BRADLEY. LAWYERS o715 mM. EDMONSON. 
Mr. Bradley, formerly with Interstate Commerce 
Commission, has charge of the preparation of cases be- 
fore the Commission. 
SUITE 1003-6 REPUBLIC BLDG., KANSAS CITY, MO. 


Bishop, Carpenter & Fiske 


Transportation Experts and Commerce Counselors 
on all matters affecting Carriers and Public Utilities, 
and Practice before Interstate Commerce Commission. 

411-12-13-14-15 Panama Building, 
PORTLAND, OREGON 


Littleford, James, Ballard & Frost 


Francis B. James (Commerce Counsel and Attorney 
and Counselor at Law), in charge of Washington office, 
where E. E. Williamson (Transportation Expert and Sta- 
tistician) is associated. 

805-6-7-8 Westory Bldg., Washington, D. C. 
First National Bank Bldg., Cincinnati, O. 


LESLIE J. LYONS, Lyons & Smith 


ormer 











JEFFERY AND CAMPBELL 


First National Bank Building, 
CHICAGO, ILLINOIS. 

Formerly Interstate Commerce Attorney and Assistant 
Interstate Commerce Attorney, respectively, of the Mis- 
souri Pacific Railway System. 

Specializing ‘n Causes Before the Interstate Commerce 

Commission and All Other Public Utility Commissions. 








John S. Burchmore 


for Interstate Commerce Commission 
AFFECTING CARRIERS AND PUBLIC UTILITIES 
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Rescued American Baggage Arrives in New York 


The Holland-American liner Veendyck, arriving in New York late last month, 
brought in her hold nearly two thousand pieces of American baggage which had been 
recovered by Wells Fargo & Company from Germany. The baggage is now being 


held in a bonded warehouse in New York. 
Inquiries regarding lost trunks should be addressed to the Foreign Agent of 
Wells Fargo & Company at 51 Broadway, New York City 
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COMMISSIONERS, PASSES, AND POLITICS. 





In Kansas there is a movement on foot for the 
legislature to deprive the members of the state pub- 
lic utilities commission of the right to free railroad 
transportation, which, under the law, they enjoy 
while traveling on business of the commission. In 
the campaign just closed it was alleged that cer- 
tain members and employes of the commission trav- 
eled on their passes while on political business. If 
the charges be true the guilty commissioners and 
employes should certainly be disciplined, if pos- 
sible, but a better reason for depriving commis- 
sioners of the legal right to free transportation is 
that they ought not to have it, even for use on busi- 
ness pertaining purely to the commission. And a 
better reason than that they improperly used free 
transportation may be found for criticising com- 
missioners for taking part in a political campaign. 

If there is any public body that ought to be free 
from suspicion of taking part in politics it is the 
state commission. The same reasons that apply to 
the courts should keep members ef the commissions 
out of active participation in politics and they apply 
with even greater strength to the commissioners 
than to the judges—though we have not yet reached 
the point where either the judges or the commis- 
sioners see this to any great extent. In this day 
and age and under our political system in nearly 
every community the gas company, the street rail- 
way company, the railroads, the electric light and 
power company are identified with one political 
machine or the other. In many states they prac- 
tically dictate legislation, to say nothing of con- 
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trolling city councils. For the protection of the 
public, then, as well as for the protection of the 
utilities themselves, the tribunal before which mat- 
ters bearing on the regulation of thes¢ utilities are 
settled should be free from any suspicion of po- 
litical bias and should be in position, in fact as well 
as in appearance, to settle every question on its 
merits. By all means deprive the Kansas commis- 
sioners of their railroad passes, but go a little farther 
and keep them out of politics even when the po- 
litical machines furnish the railroad transportation. 


THOUGHTS ON ADVANCED RATE CASE. 





If we can do so without seeming to arrogate too 
much knowledge to ourselves and without appear- 
ing to usurp the function of the Interstate Com- 
merce Commission to decide the advanced rate case 
—without even indicating whether or not we think 
the advance asked for should be granted—we want 
to put ourselves on record as emphatically opposed 
to what we consider the fallacious argument that the 
commission, in deciding this case, is bound to con- 
sider only the question of whether given rates are 
fairly compensatory for service rendered, without 
regard to the financial condition of the country (in- 
cluding the railroads). This argument has been 
made before the Commission, and some of the com- 
missioners, if one may judge from questions they 
ask and the manner in which they ask them, are 
inclined to this view. 

It even seems to be the view of Commissioner 
Daniels, who was one of the two commissioners dis- 
senting from the former decision denying the ad- 
vance in rates. In his opinion in the Montana grain 
rate case he says: “Nor is the desirability of de- 
veloping a great national wheat-growing section in 
a particular region sufficient to show that rates 
which preclude such a development are necessarily 
unjust and unreasonable. The national or public 
aspect of this matter is one of general governmental 
policy and not one which the law entrusts to this 
Commission for determination.” And again, in the 
same opinion, referring to the allegation that the 
rates in question do not permit the extension of the 
Montana wheat-growing area and that the growing 
necessity of raising breadstuffs for the supply of 
our own people instead of importing them from 
abroad warrant this reduction in the national in- 
terest, without questioning the truth of the allega- 
tion, he says: “It is clearly a question of national 
policy and one which this Commission can hardly 
consider in gauging the single ,question of the_rea- 
sonableness and the justice of existing railroad 
rates.” 

Of course the cases are not the same, but the 
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same kind: of logic that leads to the conclusion that 
the Commission is not concerned with anything but 
the reasonableness of. the rate per se in the case of 
Montana grain growers, arrives at the conclusion 
that, on the other hand, the carriers are entitled to 
no consideration except as to the reasonableness of 
the rates in themselves when they ask for a general 
advance. The two conclusions are consistent, but 
they are, in our opinion, based on a misconception. 


We insist that the financial condition of the car- 
riers is one of the elements to be taken into con- 
sideration in fixing rates. Suppose, for the sake of 
argument, that every railroad rate in the country as 
fixed were reasonable and fairly compensatory. 
Suppose that the organization of the railroad com- 
panies were perfect in its efficiency. Suppose that 
the capitalization were beyond criticism. In a word, 
suppose that railroad conditions were perfect in 
every respect. Suppose, then, there comes an era 
of general financial depression affecting the rail- 
roads so that they cannot borrow money to make 
necessary extensions or to meet maturing obliga- 
tions. They come to the Interstate Commerce Com- 
mission with this showing of facts and ask for an 
increase in rates. Does any one argue that the Com- 
mission ought not to consider their plea? Surely 
not. And if not, how can it be argued that the con- 
dition in which the carriers now find themselves 
financially is not. properly an element in the case 
before the Commission? Let the Commission find 
that business conditions are not bad enough to war- 
rant an increase; let.it find that the figures offered 
by the railroads are not correct; let it find that the 
exigencies of the time may be met by other meth- 
ods; but we hope it will not throw out on principle 
the evidence that from the same causes that affect 
other business, the railroads find themselves in a 
precarious condition. 

One other thought in regard to this matter. One 
of the difficult features of attempting to settle an 
intricate and important problem like this one of an 
increase in freight rates is that it is likely to develop 
to greater or less extent into a battle between priv- 
ate interests, the public weal being lost sight of and 
the larger and more real private interests of even 
the parties to the conflict being obscured. There 
has been much said in this case with a view to con- 
vincing the Commission that an advance in rates 
would be to transfer the burdens of the war from 
the railroads to the shoulders of the shippers. That 
is a narrow view to take. If there is anything in 
the argument of the carriers that conditions brought 
about by the European war necessitate an increase 
in revenue for them—if this condition is properly 
brought into the controversy at all, and if the needs 
of the railroads thus presented are real and not 
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imaginary—then it is shortsighted not to see that 
the result of giving the railroads sufficient revenue 
to inspire public confidence in their securities— 
though the railroads may not be urging it for that 
unselfish reason—would be to prevent a- general 
economic crash which would fall as heavily on the 
shippers as on the railroads. We say that if this 
economic condition as presented by the railroads in 
their arguments and testimony is real then the 
shippers are biting off their own noses, so to speak, 
in opposing the granting of relief. If they discredit 
the testimony that is another thing, but this talk 
about “shifting the burden” is foolish. If the men- 
ace is there it is for the Commission, so far as its 
power in adjusting rates goes, to meet it so that the 
burden will be distributed equally. 


INDUSTRIAL RAILWAYS REPORT 





Washington, D. C., November 6, 1914.—With Chair- 
man Harlan dissenting, the Commission has issued a 
supplemental report in the Industrial Railways Case, 
modifying its original order so that trunk lines, “if 
they so elect, may arrange by agreement with any of 
the industrial] roads for a reasonable compensation for 
transportation service, in the form of switching charges 
or divisions of joint through rates.” 

The Commission will not order through routes and 
joint rates, but will allow trunk lines to make them if 
they desire. The arrangements must be: reported to the 
Commission immediately. The order places on trunk 
lines full responsibility for avoiding arrangements in the 
nature of rebates and discriminations. Commissioner 
Clark, author of the opinion, says the fundamental prin- 
ciples are the same as in the tap-line case. The positive 
order, promised in June, will not be issued, on the 
theory that it would simply prolong litigation, whereas, 
if the trunk lines avoid excessive allowance there will 


be no trouble. 


MANUFACTURERS’ RAILWAY CASE 


Another chapter in the 
tap-line-industrial-railway-switching-line controversy ap 
pears in the third formal report and order in the 
complaint of the Manufacturers’ Railway and others 
against the Iron Mountain and other trunk lines. The 
decision in full is printed elsewhere in this issue. 

The report is viewed as important, more on account 
of its bearing on the industrial railways matter than 
in and of itself. The brewery and iron and steel roads 
are on practically the same footing. They differ from 
the tap lines in that the commodities clause cannot be 
invoked in their behalf, as it could in the case of the 
lumber-carrying tap lines. 





never-ending-plant-facility- 


CHANGES IN DOCKET. 

The hearing of I. & S. Docket No. 465, Lumber 
rates from Hermansville, Mich. and other points in 
Michigan and Wisconsin to stations in North Dakota and 
South Dakota, assigned before Examiner Kelly, Novem- 
ber 7, at Escanaba, Mich., was canceled. 
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CURRENT TOPICS IN WASHINGTON 


Advanced Rate Case.—There is 
not yet the slightest indication as to 
_ when there will be a decision in the 
5 per cent case. The early days of 
this week were not devoted, as some 
reports had it, to a consideration of 
the data placed in evidence at the 
rehearing. The Commissioners took 
up other matters that required at- 
tention ahead of the rate case—mat- 
ters that needed to be disposed of 
to keep the suspension docket straight. The Commis- 
sioners, naturally, talked about the case, but not in the 
way they must take it up and talk it out before they 
are in a position to write a report. The absence of 
Chairman Harlan, and the fact that he had not told 
his colleagues as to whether he expected to be able to 
participate in the case, made it desirable for them to 
do nothing more than merely express their wonder as 
to what course would have to be pursued. The only 
obvious fact in connection with the case was that the 
pressure from the administration officials for a favor- 
able disposition of the application for a modification 
of the first order had not been lessened or withdrawn. 
On the contrary, it has been increased, because Presi- 
dent Wilson and his advisers believe an increase in 
freight rates will go a long way toward restoring pros- 
perity by showing those who have money invested that 
it would be foolish to withdraw it from railroad securi- 
ties, because there is an impression that if the stock 
exchanges were opened great declines in railroad securi- 
ties would be shown. Secretary McAdoo and Comptroller 
Williams have made continuous efforts to prevent any 
break in railroad or other stocks by inquiring of the 
New York banks whether they have charged more than 
6 per cent on call loans, made most largely on railroad 
stocks, and, if so, why have they done it. They believe 
the Commission could lighten their work a great deal 
by making a favorable decision on the 5 per cent case. 











Use of Inland Waterways.—The agitation going on 
in the periodicals and newspapers as to the river and 
harbor policy of the government, usually referred to 
under the head of the “pork barrel,’ men about the 
Commission have noticed, is proceeding without the 
slightest reference to the orders which the Commission 
is entering, every now and then, to force the larger 
use of the inland waterways. Senator Burton of Ohio, 
who, with a number of colleagues, forced the reduction 
of the last river and harbor bill from $53,000,000 to 
$20,000,000, in one of the articles written by him, barely 
referred to the fact that the law relating to through 
routes and joint rates was changed in 1910 so as to 
make possible the maximum utilization of the rivers 
as part of rail-and-water routes. No one thus far has 
cited Augusta & Savannah Steamboat vs. Ocean Steam- 
ship Co., Decatur Navigation, Pacific Navigation or 
Bowling Green packet cases, to show that, while Con- 
gress may have wasted millions in improving streams 
that could not be profitably used, the Commission has 
been doing all it could since the change in the law 
to compel the utilization of at least some of the expen- 
sive natural highways. The agitation against the 
“pork barrel,” it is. believed, will result in cutting down 
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the allowances for river improvement. At least that is 
the effect to be expected during the next three or four 
years, even if the government revenues should sooner 
than that return to the point where they will surely 
exceed the appropriations, which cannot be the fact in 
the next two years. But disappearance of appropria- 
tions cannot prevent the extension of rail-and-water 
routes. There are dozens of rivers that have been im- 
Proved on which there is such small traffic that it takes 
a microscope to find it. Judging from the decisions 
before mentioned, if anybody has the nerve to establish 
boat lines, the Commission will see to it that some good 
is derived from the pork barrel expenditures. 





Charles A. Prouty Defeated.—The country wins and 
loses, at the same time, by reason of the election in 
Vermont. It loses because .Charles A. Prouty was not 
sent to the Senate. It wins because, not having been 
sent to the Senate, he will continue at the head of the 
Commission’s valuation work. There are many who 
believe it would have been a great loss for him to have 
been elected to the Senate. There he would have been 
only one of 96 men, although a big figure, while in the 
valuation work he will be the largest single factor. True, 
his work will be subjected to the scrutiny of his former ; 
colleagues on the Commission, but anybody who knows 
the thoroughness with which Mr. Prouty does his work 
will know that whatever valuation the Commission puts 
forward will really be the appraisal fixed by the director 
of the physical valuation division. That the Senate 
needs such men as Prouty has been so patent to those 
who have considéred the Senate that it is unnecessary 
to make the assertion. But a good man cannot be two 
places at once. The country can well afford, so runs 
opinion among those who know the work the Vermonter 
is doing, to regard Prouty’s defeat for the Senate with 
equanimity. 





Embargo Investigation—The Commission wishes the 
shipping public would take a greater interest in the 
investigation it has ordered with regard to embargoes. 
That is the meaning of the notice it gave out, early in 
the week, concerning the hearings to be held in Chicago 
and the fact that the Canadian railroad commissioners 
have prescribed rules bringing the issuance of embargo 
notices under a greater control by the public authori- 
ties. It is a fact that the Commissioners in this country 
do not have a distinct impression as to whether the 
embargo is or is not sometimes used to give one inter- 
est an unfair advantage over another. The fact is 
recognized that there are times when a common gar- 
rier must, to protect itself and shippers, refuse to take 
any more of a certain commodity. At the beginning of 
the war, when ships were being tied up at the docks 
by the dozen and the terminal elevators were filled with 
grain, an embargo was absolutely necessary to keep 
the equipment of the carriers from being filled with a 
commodity that might not move for weeks or months, 
and which conceiyably might get into the way of other 
commodities that ought to be moved. Self-interest to 
get as great an amount of money into its treasury in 
the shortest time possible has been depended upon to 
prevent the issuance of unnecessary embargoes. There 
is no conclusion now that any other motive has con- 
trolled, but there have been enough complaints to war- 
rant the inquiry. A. E. H. 
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Decisions of Interstate Commerce Commission 


SHIPMENT OF VEGETABLES 


CASE NO. 5599 (32 I. C. C., 1-11) 
KENNER TRUCK FARMERS’ ASSOCIATION VS. ILLI- 
NOIS CENTRAL RAILROAD CO. ET AL. 
FOURTH SECTION APPLICATIONS NOS. 2045 AND 
3691. 


Submitted Dec. 5, 1913. Decided Oct. 6, 1914. 

1. Complaint of defendant express company’s practices in re- 
spect to application of estimated and actual weights on ship- 
ments of vegetables from points in Louisiana to Chicago, IIl., 
has been satisfied by defendant. 

2. The cause of the complaint in respect of a violation of the 
long-and-short haul rule of the Fourth Section on shipments 
of vegetables via the line of the Illinois Central R. R. from 
points in Louisiana to Chicago, Ill., having been eliminated, 
that portion of the complaint has been satisfied. 

3. Shipment of vegetables from Kenner, La., to Chicago, IIl., 
which moved via New Orleans and was charged the combi- 
nation of rates on that point found to have been over- 
charged. Reparation awarded. 

4. Defendant Illinois Central R. R. Co.’s practice of permitting 
shippers of fruits and vegetables from New Orleans to ice 
their own cars if they so choose, while denying a like 
privilege to shippers from Kenner and other Louisiana 
points on defendant’s line north of New Orleans, not found 
to be unduly discriminatory under the circumstances. In- 
creased charges for icing shipments of fruits and vegetables 
from New Orleans and points north thereof on defendant’s 
line to Chicago, Ill., found to be justified. 


Edward G. Davies and J. Richard Reuter for com- 
plainant. 

R. Walton Moore, M. Carter Hall and A. P. Humburg 
for Illinois Central Railroad Co., New Orleans & North- 
eastern Railroad Co., New Orleans, Mobile & Chicago 
Railroad Co. and Yazoo & Mississippi Valley Railroad Co. 

T. B. Harrison, Jr., for American Express Co. 


Report of the Commission. 
McCHORD, Commissioner: 

Complainant is a voluntary association engaged in 
growing vegetables at Kenner, La., which its members 
ship to Chicago, Ill., and other interstate points. The 
allegations of the complaint are so stated that it is ques- 
tionable, in some instances, whether they allege viola- 
tions of the Act to regulate commerce. The material 
allegations with which we shall deal, having regard to 
their substance rather than to their form, may, for con- 
venience and orderliness in discussion, be stated as 
follows: 


(a) That defendant American Express Co. has, in connec- 
tion with the National Express Co., established rates on fruits, 
berries and vegetables applying from and to points in various 
states; that the schedules containing said rates are established 
under contracts and agreements with the defendant Illinois Cen- 
tral R. R, Co.; that the American Express Co. and the railroad 
company are parties to said schedules of rates; and that the 
American Express Co., with the knowledge of both defendants, 
has collected and received greater, less and different compensa- 
tion for the transportation of vegetables from Kenner and 
other places in Louisiana to Chicago and other interstate des- 
tinations than the rates provided in the said schedules. 

(b) That the defendants Illinois Central R. R. Co. and 
American Express Co. violate the provisions of Section 6 of the 
Act in that they fail to plainly state all the charges that may 
in anywise change or affect the rates shown and published in 
their tariffs, and have for several years past applied ‘‘different 
and varying weights and applications affecting such weights’’ 
upon certain varieties of vegetables, in certain kinds of pack- 
ages, when shipped from Kenner and St. Rose, La., to inter- 
state points, resulting in indefinite and uncertain charges upon 
such shipments. 


(c) That defendant American Express Co. violates the long- 
and-short-haul rule of the Fourth Section of the Act. 

(d) That defendant Illinois Central R. R. Co. violates the 
long-and-short-haul rule of the Fourth Section of the Act by 
charging a higher rate on vegetables from Kenner, La., to Chi- 
cago, Ill., than it charges from Kenner to Hawthorne, Til. 

(e) That the Illinois Central R. R. Co. knowingly and will- 
fully so misapplied a tariff to which it was a party as to result 
in the exaction of unlawful charges upon a carload shipment 
of vegetables from Kenner, La., to Chicago, Ill. ; 

(f) That defendant Illinois Central R. R. Co. has organized 
and controls through stock ownership an incorporation known 
as the Central Fruit Dispatch; that defendant Illinois Central R. R. 
Co. publishes and files a tariff known as the Central Fruit Dis- 
patch Tariff which establishes increased icing charges; that 
such charges are unreasonable, excessive and extortionate, in 
violation of sections 1, 2 and 3 of the Act. 


The prayer is for the establishment of just and rea- 
sonable rates between the shipping and destination points 
named in the complaint and in certain tariffs of the 
Illinois Central Railroad Co. to which reference is made. 
Reparation is asked in the round sum of $5,000, but the 
basis upon which this amount is claimed is not set forth 
in the complaint. 

The Complaint Against the Express Company. . 

The American Express Co. has, as alleged, estab- 
lished in connection with the National Express Co. joint 
schedules of rates on fruits and vegetables from points 
in Louisiana and other southern states to Chicago, Ill., 
and various other northern points, but the Illinois Central 
Railroad Co. is not a party. to those schedules and has 
no more concern in, or direct connection with, them than 
has any other road over which the express company 
operates. 

The allegations respecting the charging of greater 
and less and different compensation on certain traffic 
than that authorized by the tariffs, as stated in (a) and 
(b) above, relate, as it developed at the hearing, to the 
practice of the express company in basing its charges 
for the transportation of fruits and vegetables from St. 
Rose and other stations north of Kenner in Louisiana 
on actual weights, while for the transportation of like 
kind of vegetables in packages of like size and description 
they applied a per-package charge on shipments from 
Kenner and New Orleans. It appeared that on some 
of the heavier vegetables the rate at actual weight re- 
sults in a higher charge than the per-package charge 
from New Orleans. This situation resulted in a violation 
of the long-and-short-haul rule of the fourth section in 
that the application of actual weights on shipments from 
points north of New Orleans resulted in higher charges 
per package on such shipments than resulted from the 
application of per-package rates on like shipments when 
made from New Orleans. 

Fourth Section Application No. 3691 of the American 
Express Co. was set for hearing in connection with this 
case. At the hearing the express company agreed to 
establish the per-package charge from points north of 
New Orleans. This, it was understood, would cure the 
fourth section violations so far as they were involved 
in the instant complaint and would remove any: discrimi- 
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nation and preference that might exist in favor of New 
Orleans or Kenner. Complainant stated that the adjust- 
ments offered by the express company would be satis- 
factory. It appears from an examination of the tariffs 
that the express company has established the same per- 
package basis on less-than-carload lots from other points 
as from New Orleans and Kenner. It further appears 
that from New Orleans, as from the stations north 
thereof, the same basis, viz., actual weights, applies on 
carload shipments. There is no complaint as to the rea- 
sonableness of the rates in and of themselves. Upon the 
understanding, therefore, that this portion of the com- 
plaint has been satisfied the complaint against the ex- 
press company will be eliminated, but an order will be 
issued denying the fourth section application. 


The Complaint Against the Railroad Company. 


The allegation of paragraph (b) in respect to the 
application of varying weights upon like kind of vege- 
tables in like size and description of packages is not 


limited to the express company, but goes also to alleged 


discriminations and irregularities on the part of the IIli- 
nois Central Railroad in connection with the weights at 
which vegetables are billed and charges collected when 
shipments are made in packages and containers of certain 
sizes and descriptions. The question of these weights 
constituted one of the principal issues in New Orleans 
Vegetable Growers’, Merchants’ & Shippers’ Assn. vs. 
I. C. R. R. Co., Docket No. 5595. The complaint in the 
latter case was heard at the same time as the complaint 
in the instant case and complainant’s evidence in sup- 
port of its contentions respecting the subject of weights 
was fully developed in the record of the case cited. All 
questions of this nature will, therefore, be disposed of 
in our report in that case. 


Lower Rates to Hawthorne than to Chicago. 


Hawthorne, Ill., is a station within the Chicago switch- 
ing district and is on the line of the Illinois Central 
Railroad extending westwardly from Chicago. Usually 
Hawthorne takes the same rates as Chicago on traffic 
from the South. Via the usual route of movement cer- 
tain delivery points within the Chicago district are inter- 
mediate to Hawthorne, which, as stated, is itself a point 
within the Chicago district. It appears from the evidence 
and from defendant’s brief that prior to 1909 the Chicago 
rate applied on traffic from Kenner to Hawthorne. In 
that year the rates to Chicago were increased, but through 
oversight the carriers failed to make the increased rates 
applicable to Hawthorne and other points in the Chicago 
district. A violation of the long-and-short-haul rule re- 
sulted from this circumstance. To “demonstrate beyond 
a doubt,” complainant’s witness testified, “the way the 
Illinois Central was disregarding the fourth section,” he 
made a carload shipment of mixed vegetables from Pon- 
chatoula, La., consigned to himself at Hawthorne. Upon 
the arrival of the car at Hawthorne charges were paid 
upon basis of the rate in effect to that point, and the 
car was thereupon immediately reconsigned to complain- 
ants’ usual point of delivery in Chicago, which was the 
ultimate and intended destination of the shipment when 
it started on its journey from Ponchatoula. For the move- 
ment from Hawthorne to Chicago, complainant’s witness 
paid an additional charge. The purpose of this action 
seems to have been to satisfy complainant’s representative 
by actual experiment that the rates to Hawthorne, as 
published in defendant’s tariff, would be actually ap- 
plied, and that the rate adjustment violated the long- 
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and-short-haul rule of the fourth section, thereby sub- 
jecting Chicago, as witness contends, to undue discrimi- 
nation. 

It was not shown that any traffic moved to the lower- 
rated points during the time when the rate to Chicago, an 
intermediate point, was higher and the circumstance of 
the experimental shipment made by complainant fails, 
of itself, to prove any undue discrimination against the 
city of Chicago. Complainant’s witness admitted that he 
did not know of any other shipments ever having been 
made to Hawthorne. 

That portion of the Illinois Central Railroad Co.’s 
Fourth Section Application No. 2045 which has reference 
to this situation was set for hearing in connection with 
this case. It appears, however, that defendant asks for 
no relief in respect of rates on this traffic from or to 
points intermediate between New Orleans and Chicago. 
The tariff situation which resulted in lower rates to 
Hawthorne has been corrected, and the fourth-section sit- 
uation need not, therefore, be further considered, but 
an order will be issued denying the fourth section ap- 
plication. 

The allegation in the complaint respecting the trans- 
action referred to in paragraph (e) is not sufficiently 
specific to convey an intelligible idea of the nature of 
the complaint or charge intended to be made, but on 
hearing complainant’s representative introduced docu- 
mentary evidence showing that he made a carload ship- 
ment of mixed vegetables originating on the tracks of 
the Louisiana Railway & Navigation Co. at Kenner, for 
which a bill of lading was issued by that company show- 
ing the destination as Chicago, Ill., and with routing 
specified therein by the shipper as follows: “To L. & N. 
to Ashley, Ill, to I. C. to Chicago.” The shipment moved 
over the Louisiana Railway & Navigation Co. to New 
Orleans, Louisville & Nashville Railroad to Ashley, and 
Illinois Central Railroad to Chicago. Charges were col- 
lected on basis of the combination of rates applicable 
to New Orleans plus the rates from New Orleans to 
Chicago. Kenner takes the same rates as New Orleans. 
Complainant contends that the through rates from Kenner 
to Chicago published in Agent Emerson’s tariff I. C. C. 
No. 10 were applicable and that the shipment was there- 
fore overcharged in the sum of $32.05, that being the 
amount of the separate charges from Kenner to New 
Orleans. The routing of this car was done designedly 
by complainant’s representative because, as stated by 
him, “the shippers at Kenner were very anxious to get 
away from the conditions there, imposed by their (de- 
fendant’s) refusal to allow them to ice their own cars 
at their own icing plant.” In what way the shipper was 
thereby relieved is not made clear, but we find upon an 
examination of the tariffs that the rates named in Agent 
Emerson’s tariff did at that time apply via the route 
designated by the shipper, although evidently not in- 
tended to be so applied. The tariff has since been 
amended so as to eliminate the application of the rates 
via the route in question. Tariffs must be applied ac- 
cording to the plain terms of the language employed. 
While Emerson’s tariff contained an exception which 
provided for the application of rates named in individual 
tariffs of the Illinois Central, the exception did not have 
the effect of excluding the application of the rate named 
in Emerson’s tariff when shipments were moved via the 
route designated by the shipper in this instance. Each 
of the participating carriers was a party to the tariff. It 
follows, therefore, that the shipment was overcharged in 
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the amount of the charges collected for the movement 
from Kenner to New Orleans, for which overcharge an 
order for reparation with interest from Jan. 24, 1913, will 
be issued. 


The Central Fruit Despatch. 


The Illinois Central Railroad Co. has organized, estab- 
lished, and controls the Central Fruit Despatch. Com- 
plainant contends that this latter concern is merely an 
agency through which the Illinois Central Railroad secures 
increased revenue for the transportation of perishable 
products over its line without giving any increased re- 
turn to the shipper in the way of added service or facili- 
ties. The Central Fruit Despatch is a private car line 
furnishing refrigerator cars and service over the lines 
of defendant. It was organized about February, 1912. 
It owns and operates about 3,600 cars. The equipment 
consists of refrigerator cars formerly owned and operated 
by the Illinois Central Railroad, to which have been added 
500*new cars, with still another 500 under construction, 
which will be put in service as soon as completed. The 
refrigeration service is now conducted by the Central 
Fruit Despatch upon the usual mileage arrangement, the 
charge to the railroad company being in this case three- 
fourths of a cent per mile. It is stated by defendant that 
the sole purpose of organization was to put its refrig- 
erator cars upon a basis which would result in increased 
compensation. A benefit of this nature inures to the 
Illinois Central as the owner of the Central Fruit Despatch 
by the substitution of a:mileage basis at three-fourths 
of a cent per mile when the cars are on foreign lines in 
lieu of a per-diem charge formerly received by the IIli- 
nois Central, which, when it owned and operated the 
cars and when the despatch company was organized, was 
30 and 35 cents per day. It is specifically denied that 
the object of the organization was for the purpose of 
inereasing the transportation charges paid by the ship- 
pers, or that any such result has come from the organ- 
ization. In justification of the plan, defendant shows 
that the Atchison, Topeka & Santa Fe, the Union and 
Southern Pacific railroads, and other lines operate their 
refrigerator cars through organized refrigerator car lines 
or systems. Defendant contends that the equipment and 
service of the Central Fruit Despatch is on a par with 
the equipment and service of other lines. 

The Central Fruit Despatch publishes no tariff. The 
tariffs stating its charges for icing are published by the 
Illinois Central Railroad Co., which is answerable for the 
reasonableness of the same. The Central Fruit Despatch 
as a private car line is a respondent in In the Matter 
of Private Cars, Docket No. 4906, known as the Private 
Car Line case, and all questions bearing upon or related 
to its organization, entity and intercorporate relationship 
with the Illinois ‘Central Railroad have been fully de- 
veloped in that investigation and will be dealt with in 
our report in that case. We shall deal in this case only 
with the reasonableness of the icing charges on ship- 
ments transported under the tariffs of the Illinois Central 
Railroad, which, as stated, is answerable for their rea- 
sonableness. 

The Refrigeration Charges. 


Complainant alleges that the icing charges on cars 
of vegetables from Kenner to Chicago and other northern 
points are unreasonable; that~ defendant discriminates 
against shippers from Kenner in that it refuses to per- 
mit them to do their own icing, but insists on icing the 
cars itself and charging therefor certain stated amounts, 
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while at New Orleans it permits shippers to ice their 
own Cars. 

The line of the Illinois Central, with respect to the 
icing charges imposed under defendant’s tariff, is divided 
into groups or blocks. Group A extends from the first 
station north of New Orleans to Aberdeen Junction, Miss. 
Group B extends from Durant, Miss., to Michigan City, 
Miss. Group C extends from Grand Junction, Tenn., to 
Wickliffe, Ky. The blocks or groups on the line of the 
Yazoo & Mississippi Valley correspond geographically to 
those of the Illinois Central Railroad. 

The difference in method whereby shippers at New 
Orleans are permitted to do the icing of their own Cars, 
while shippers north thereof are not so privileged, has 
obtained for a number of years, and is asserted to be 
the result of competitive conditions at New Orleans. 
Other lines operating from the latter point allow ship- 
pers the privilege of icing their cars if they so desire. 
This situation the Illinois Central asserts it is compelled 
to meet by granting like privileges, although disapproving 
of the New Orleans arrangement in principle. 

Prior to June 27, 1912, the refrigeration, which was a 
blanket charge of $30 per car, applied from all~ points 
south of the Ohio River to Chicago. On that date the 
group basis became effective under which the charge 
became $40 from Kenner and other points in group A to 
Chicago. The maximum haul from this group is 912 
miles, the average haul about 824 miles; from group B 
the charge is $35, with an average haul of 641 miles; 
from group C the charge is $30, with an average haul 
of 449 miles. The stated charges are inclusive of the 
initial icing and reicing in transit. 

The readjustment of the refrigeration charges by 
which increased charges became effective from groups 
A and B was made, defendant’s witness testified, to get 
away from the blanket charge by establishing a gradu- 
ated charge which would have some relation to distance 
and the service performed and also because the flat $30 
charge was deemed unremunerative. 


The complaint herein relates only to the $40 charge 
from group A, and only that charge will be considered. 
The charge having been increased subsequent to Jan. 1, 
1910, the burden of proof to show that the increased 
charge is just and reasonable is upon defendant. Com- 
plainant introduced no affirmative evidence to sustain the 
allegations of the complaint with respect to this charge, 
but contented itself with cross-examination of defendant’s 
witness. 


Defendant contends that the icing service rendered 
on shipments from group A is greater than from the 
more northern groups; that more reicings are necessary 
and that a greater quantity of ice is used, and shows that 
a car loaded at Kenner would be iced initially at that 
place and reiced at the several icing stations en route. 
There can be no doubt, we think, that a greater service 
is rendered in the icing of cars from the more southern 
points and that a division of defendant’s line into groups 
from which different charges are applicable is justified 
in principle. The grouping system is in vogue on other 
roads and has been approved by us in other cases. 

The bunkers in the cars operated by the Central 
Fruit Despatch hold from 8,000 to 9,000 pounds of ice. 
This ice is purchased from the Illinois Central at a price 
of $4 per ton at whatever point supplied. The testimony 
shows that this ice costs the Illinois Central from $3.25 
to $3.75 per ton; that the average cost is $3.40 per ton. 
It is asserted by defendant’s witness that the difference 
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of 60 cents between this average cost and the selling 
price to the Central Fruit Despatch line does not yield 
any profit to the Illinois Central Railroad, but is wholly 
absorbed by the expense of switching cars to and from 
the ice plants at the different icing stations and other 
incidental expenses. 5 

The cost of refrigerator cars exceeds that of the 
average freight car. While a good part of the Central 
Fruit Despatch equipment consists of old Illinois Central 
Railroad cars rebuilt or reconstructed for the refriger- 
ator service, defendant showed, as_ stated, that about 
1,000 new cars have been or are now being built for 
this service. The cost of a modern standard refrigerator 
car is upward of $1,600. The cost of repairs to these 
cars is said to be about double the cost of repairs and 
maintenance of common box cars. The average life of 
a refrigerator car is about 9 years, while that of a box 
ear is from 16 to 18 years. 

Defendant sets up various other items of special 
expense attached to the refrigeration service on fruits 
and vegetables, such as cleaning and inspection of cars; 
equipping with false floors to elevate the packages in 
which the goods are shipped above the car floor and thus 
protect the goods from saturation with water from melt- 
ing ice; special supervision of the perishable freight 
service not only by regular employes, but also by em- 
ployes devoting their entire time to that part of the 
service; extra switching ang hauling of deadweight. 
Another item of expense is the expedited service required 
and given to the perishable commodities handled. 

Defendant refers to the fact, established upon the 
hearing, that it is the practice of shippers of lettuce at 
New Orleans to put 80 to 100 pounds of ice in the barrel 
with the lettuce. This practice results in the haul of 
considerable extra deadweight, and, it seems, makes 
necessary the false flooring used. The meltage in the 
packages is said to cause more rapid depreciation of the 
equipment, since the constant wetting and drying of 
the car tends to cause rotting of the wood at nail and 
joint fastenings and eventually so exposes the insulation 
of the car that it no longer gives the best refrigeration 
service. Such cars also become unfit for the transporta- 
tion of general merchandise, and they must eventually 
be relegated to other service. 


Defendant’s witness estimated the average cost of 
the refrigeration service on fruits and vegetables in 
carloads from Roseland and Ponchatoula, La., two prin- 
cipal shipping points, during the season between March 
23 and June 10, 1912, to be $53.60 per car—less than 
the revenue from the refrigeration service. 


Comparison of refrigeration charges on other lines 
affords perhaps the most satisfactory evidence upon the 
question of the reasonableness of the charges hereunder 
consideration. Defendant submitted in evidence volumi- 
nous exhibits showing the refrigeration charges of other 
lines. It will be unnecessary to discuss these in detail, 
but a comparison of charges from Kenner to Chicago 
with the charges on fruits and vegetables from some 
of the shipping points on other lines about equidistant 
from Chicago as given in defendant’s statements is 
shown by the following table: 


Car- Re- 

Dis- load, frigera- 

Refrigeration charges tance, min. tion 
to Chicago from— _ miles. Commodity. wt., lbs. charge. 
Kenner, La., group “‘A’’. 902 Vegetables, n. 0. s 20,000 $40.00 
Jacksonville, Fla, ...... 1,082 Vegetables, n.o.s * 400 72.00 
FS ee Se 898 Vegetables, n.o.s * 400 64.00 
Fayetteville, Ark. ...... 637 Vegetables, n. 0. 8 20,000 50.00 
Van Buren, Ark. ....... 695 Vegetables, n.o.s 20,000 50.00 
0. 8 20,000 55.00 


Ringgold, Tex. .......- 1,019 Vegetables, n. 
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pe a ee 972 Vegetables, n.o.s, ~ 20,000 565.00 
Fort Smith, Ark. ...... 700 Vegetables, n.o.s. 20,000 50.00 
Chmrigaton, 3B. C. ...0-- 1,051 Vegetables, n. o. s. + 400 64.00 
Humboldt, Tenn, ....... 464 Vegetables,n.o.s. 20,000 43.00 
I, eve ces ess obee 880 Vegetables, n.o.s. 20,000 58.00 
Meridian, Miss. ........ 722 Vegetables, n.o.s. 20,000 58.00 
pS SS "Ee 733 Vegetables, n.o.s. 20,000 54.00 
Me GER. <n cee ove 904 Peaches, etc. * 550 60.50 
SN Fina 0:4 4.054 0hie 0 898 Peaches, etc. * 550 60.50 
Se ee 733 Peaches, etc. * 535 68.85 
ae Peaches, etc. * 535 68.85 


* Standard crates. T Bushs! baskets. 

The comparisons cited tend to establish the com- 
parative reasonableness of defendant’s charges. Defend- 
ant’s witness expressed the opinion that a reasonable 
refrigeration charge from New Orleans or group A to 
Chicago would not be less than $50 per car. As stated 
before, complainant introduced no affirmative evidence 
tending to show the unreasonableness of these charges; 
neither has it proffered anything in contradiction or 
rebuttal of defendant’s evidence. The published charges 
from the different groups are, as stated, inclusive of the 
initial icing and any necessary reicing. 

The tariff provision which permits the shipper at 
New Orleans to ice his own cars, or, if he so chooses, 
to have the carrier perform that service at a cost of 
$4 per ton, allows the shipper in either event to give 
instructions for reicing en route. This privilege, which 
obtains only at New Orleans, is asserted by complainant 
io result in unjust discrimination at points north thereof 
on defendant’s line. The only evidence submitted by 
complainant consists of a showing of the cost of icing 
two cars, one shipped from Kenner and the other from 
New Orleans on the same day. ‘The instance cited shows 
a lower cost upon the car iced at New Orleans, but 
this single instance is insufficient, in our opinion, to 
form the basis of any conclusion as to the comparative: 
cost upon the entire volume of traffic or even that of 
a single shipper for the shipping .season. The difference 
in method results, as heretofore stated, from different 
circumstances and conditions. Defendant contends that 
it must meet the situation created by competing lines 
at New Orleans and that it has no control over the sit- 
uation there. It is asserted, on behalf of the Illinois 
Central, and the statement is not disputed, that the 
situation of the Kenner shippers would not be altered 
should that line withdraw from New Orleans traffic and 
that its withdrawal from the New Orleans business would 
not be of any advantage to Kenner. 


It is well settled both by the decisions of this Com- 
mission and of the courts that a charge of undue dis- 
crimination cannot be predicated upon conditions which 
result from controlling competition. So far as appears 
from the testimony, the situation at New Orleans is one 
which the Illinois Central Railroad cannot control, and 
we do not find under the circumstances that it results 
in undue discrimination against Kenner or other points 
on defendant’s line north of New Orleans. 

Considering all the facts as presented on the record 
in the instant case, we are of the opinion and find that 
defendant has sustained the burden cast upon it by the 
statute to show that the increased charges for icing on 
carload shipments of fruits and vegetables from New 
Orleans and points in group A to Chicago are just and 
reasonable. No case is made out for an award of rep- 
aration except in respect of the overcharge on the par- 
ticular shipment from Kenner to Chicago. The Louisi- 
ana Railway & Navigation Co. and the Louisville & Nash- 
ville Railroad Co. are not parties defendant, but they 
participated in the transportation via a route over which 
the joint rate applied. The order for reparation will 
be issued against the Illinois Central Railroad Co. only, 
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but the other carriers named may participate in the 
payment of the same. As to complainant’s other con- 
tentions, we find that they have not been sustained.’ 





ORDERS. 
No. 5599. 

It is ordered, That defendant Illinois Central Rail- 
road Co. be, and it is hereby, authorized and directed 
to pay unto complainant, the Kenner Truck Farmers’ 
Association, on or before Dec. 15, 1914, the sum’ of $32.05, 
with interest thereon at the rate of 6 per cent per annum 
from Jan. 24, 1913, as reparation on account of a rate 
charged for the transportation of one carload of mixed 
vegetables from Kenner, La., to Chicago, I[ll., which rate 
so charged has been found to have been unlawful, as 
more fully and at large appears in and by said report 
of the Commission. 





Fourth Section Order No. 4308. 

It is ordered, That those portions of said applications, 
Nos. 2045 and 3691, which ask for authority to continue 
to charge rates~on fruits and vegetables from New Or- 
leans, La., to Chicago, Ill., which are lower than rates 
concurrently in effect on like traffic from intermediate 
points be, and the same are hereby, denied, effective 
Dec. 15, 1914. 

It is further ordered, That those portions of said 
applications, Nos. 2045 and 3691, which ask for authority 
to continue to charge rates on fruits and vegetables from 
Kenner, La., to Hawthorne, Ill., which are lower than 
rates concurrently in effect on like traffic to intermediate 
points be, and the same are hereby, denied, effective 
Dec. 15, 1914. 


PRODUCE FROM PITTSBURGH 


CASE NO. 6685 (32 I. C. C., 12-16) 
CRAWFORD & BUNCE ET AL. VS. PITTSBURGH, 
CINCINNATI, CHICAGO & ST. LOUIS RAILWAY 
CoO. ET AL. 
Submitted July 27, 1914. Decided Oct. 13, 1914. 


Rates on produce in general from Pittsburgh, Pa., to points east 
and west thereof found not to be unreasonable or unduly 
preferential. Complaint dismissed. 


Charles K. Robinson for complainants. 

L. E. Hinkle for Pennsylvania Co. and Pittsburgh, 
Cincinnati, Chicago & St. Louis Railway Co. 

Wm. C. Coleman for Baltimore & Ohio Railroad Co. 


Report of the Commission. 
CLARK, Commissioner: 

This complaint involves the reasonableness of rates 
on produce in general from Pittsburgh, Pa., to consum- 
ing markets within a radius of about 150 miles from 
Pittsburgh. All of these rates are alleged to be un- 
reasonable in and of themselves, and those applying east 
of Pittsburgh are attacked as unjustly discriminatory 
when compared with the rates west and south thereof. 
*‘ Reparation is asked on past shipments. 

Prior to 1909 defendants maintained special com- 
modity rates on carload shipments of produce from 
Pittsburgh to all of these points of destination. In that 
year these rates to points west and north of Pittsburgh 
were canceled, thereby restoring the class-rate basis. 
At that time no change was made to points east of 
Pittsburgh, the commodity rates to that territory being 
retained. In Koehler Produce Co. vs. P. R. R. Co., 27 
I. C. C., 635 [The Traffic World, July 26, 1913, p. 194], 
complainants there attacked these class rates to points 
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west of Pittsburgh and alleged that defendants “main- 
tained a produce rate to points east of Pittsburgh,” and 
that the class rates west were “unjust and reasonable 
and discriminatory.” 


In that case, at page 638, we said: 


Considering all the facts, circumstances and conditions 
shown of record, we are of opinion that the class-rate basis in 
issue applicable from Pittsburgh to stations west and south of 
that city is not unreasonable in and of itself. We do find, 
however, that that basis is unduly prejudicial against complain- 
ants, and gives to shippers under the commodity rates to points 
east of Pittsburgh an undue preference and advantage. We 
shall make no order at this time, but shall expect defendants to 
remove this discrimination. 


Thereafter, effective Sept. 10, 1913, defendants can- 
celed the commodity rates east of Pittsburgh, thus _re- 
storing the class-rate basis to that territory. 

The burden of proof rests with complainants as to 
all rates involved except those that were increased in 
September, 1913, from Pittsburgh east, as to which the 
burden is on defendants. 

The folloiwng is a comparative statement, in cents 
per 100 pounds, of the former commodity rates and, so 
far as they are involved, the present class rates to rep- 


resentative points east and west of Pittsburgh: 


Commod- Present class rates. 

From Pittsburgh— ity rate. 1 2 3 4 5 
To stations east: 

I, Eco e sce rsts ses es 6 28 21 17 11 10 

Morgantown, W. Va. ......-... 9 30 25 20 14 11 

To stations west: 


cp” eee 8 17 15 13% 10 8 

ee. “Ws MER. ce ccccccccse 6% 12 11% 10% 8% 7% 
Steubenville, Ohio ........... 8 10% 10% 10 8 7% 
East Liverpool, Ohio ......... 6% 10% 10% 10 8 7% 
pO “SS eee 8 15% 14 13 10 7% 


What we said in the Koehler case, supra, as to the 
increased rates to the west applies to the situation east 
of Pittsburgh. 

The minimum weight applicable to produce under 
the former commodity rates was 24,000 pounds. The 
charge per car to Wheeling, as an illustrative point, 
was $19.20 on a minimum carload. By the cancellation 
of the commodity rates this charge per car has been 
largely increased, the amount of increase being depend- 
ent upon the character of the mixture and upon the 
operation of rule 10 of the Official Classification under 
which the charge is based upon the highest rated articles 
in the mixture. 

It will be seen that the former carload commodity 
rate approximated the rating on fifth class. The pres- 
ent class-rate basis ranges on carloads from first class 
to fifth class and on less than carloads from one and a 
half times first class to fourth class. The present car- 
load rating on apples, pears, quinces, potatoes, cabbage, 
carrots, onions, turnips, and similar commodities is fifth 
class; fresh vegetables, tomatoes, green corn and similar 
products are rated fourth class; bananas, pineapples and 
oranges, third class; grapes, second class, and berries 
and peaches, first class. As to the commodities that are 
rated at fifth class, the carload rating is nearly the same 
as under the former commodity rates. 

Defendants insist that in increasing rates from Pitts- 
burgh east they were but complying with our order in 
the Koehler case, and that our conclusions in that case 
are’ determinative of the questions here presented. In 
the Koehler case we found that the unreasonableness 
of the rates had not been established, but we did not 
find that the rates involved were reasonable. Here the 
law demands that the increased rates to the east be 
shown to be just and reasonable. 

Complainants contend that their business has grown 
up under the commodity rates; that as they load and 
unload ‘the less-than-carload shipments, which service 
the carriers perform on class traffic generally, they re- 
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ceive less service than is given other class traffic; that 
defendants’ equipment, such as warehouses and plat- 
forms, is less at Pittsburgh than elsewhere, and less for 
this traffic than for other traffic taking class rates; that 
the outbound movement is practically a reconsignment; 
that Pittsburgh is a large and important market; that 
applying class rates reduces the amount of the traffic, 
and that there is unjust discrimination against eastbound 
traffic. 

Pittsburgh is an important distributing point for 
produce. It is surrounded by territory in which only 
small quantities of these commodities are grown, so that 
consumers are almost wholly dependent upon shipments 
thereof from other points. 

While we always give due weight to the fact 
that business has grown up under a particular rate 
adjustment, shippers have no _ vested interest in the 
maintenance of. existing rates by reason of investments 
made under those rates which precludes increasing the 
rates if they are unreasonably low. Chattanooga Log 
Rates; 30 I. C. C., 36 [The Traffic World, May 2, 1914, 
p. 842]. The evidence fails to support the contention 
that the movement is decreased by the application of 
class rates. It is true that some of complainants’ wit- 
nesses expressed the opinion that there was less busi- 
ness in produce now than under the commodity rates, 
but each of such witnesses admitted that his business 
had increased. It may be that some shipments of fruits 
and vegetables that take the higher ratings are not 
made that would be made under a commodity rate, but 
the application to such commodities of a higher rate 
than is applied to other less perishable fruits and vege- 
tables is not unjust or unreasonable. The allegations 
of complainants, excepting that of discrimination, may 
be comprehended under the general contention that less 
service is rendered and less cost is incurred by the car- 


riers on produce generally than on other less-than-carload 


class traffic. 

Defendants maintain at Pittsburgh produce yards in 
which fruits and vegetables shipped to that city are han- 
dled and from which distribution is made. These yards 
afford a place for transacting business to which the 
dealer may take his customer to inspect the commodi- 
ties, and at which he may make sales and the purchaser 
may load the outbound shipments into cars. This may 
involve some less service by the carriers than is ren- 
dered when ordinary less-than-carload traffic is loaded 
or unloaded to or trom platforms and depots, although, 
considering the investment in the produce yards, that 
is by no means certain. There are compensating advan- 
tages to the shipper. Five thousand pounds or more of 
produce wil secure the exclusive use of a car, whereas 
the ‘usual less-than-carload shipment of other commodi- 
ties would be but a part of a mixed shipment loaded 
when necessary or possible to the capacity of the car. 
Shipments of produce are placed for unloading in the 
early hours of the morning and at points designated 
by the consignees, in order that they may be offered 
fresh for the opening market, while other less-than-car- 
load freight is usually not set for unloading before 7 
a. m. By reason of allowing the use of a car for a 
loading of only 5,000 pounds the revenue per car is less 
on produce than on other class traffic which is loaded 
and unloaded by the carriers. Frequently shippers are 
able to find in these yards a car already chilled or iced 
into which their outbound shipments may be loaded. 
Complainants’ witnesses in general testified that they 
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would prefer to load and unload their shipments rather 
than to have the carriers do so. 

We have carefully considered all the testimony re- 
lating to the method of handling produce at Pittsburgh, 
and it is apparent that that method benefits the shippers 
as much, at least, as it does the defendants, and no 
reason appears why rates on commodities so handled 
should be lower than upon other commodities taking 
the same class rates. 

Difficulties arising from the application of rule 10 
of the Official Classification were asserted by some wit- 


‘nesses, but such difficulties are not different from those 


which are met in mixing other commodities taking dif- 
ferent class rates. Some vegetables are not given any 
specific classification rating, and under the rules they 
are subject to the rate on first class. Complainants con- 
tend that among these there are vegetables which should 
be classed second class, or lower. Defendants suggest 
that the question of the proper classification of these 
commodities should be presented to the classification 
committee for consideration. The evidence relating to 
this contention was introduced as illustrative of the ad- 
vantages of a commodity rate over the class rates, and 
the question of what classification should be given these 
commodities is not presented on this record. 

It is insisted that the fact that rates east of Pitts- 
burgh are higher for equal distances than those con- 
temporaneously maintained west of that point constitutes 
unjust discrimination. The only competition shown be- 
tween western and eastern points, however, is that be- 
tween Wheeling and Morgantown, W. Va. 

The distances from Pittsburgh are, to Wheeling 69.7 
miles, and to Morgantown 102 miles. The class rates 
on the commodities here involved are shown in the table 
above. The average revenue per ton-mile to Morgantown 
for the five classes is about 8 per cent higher than that 
to Wheeling. Wheeling is on the Ohio River and is in 
Central Freight Association territory. Morgantown en- 
joys no water competition and is in trunk line territory. 
Long-existing different bases of rate adjustment through- 
out these territories make a _ difference in the rates. 
Rates applying in a general section are more or less 
interdependent, since they must be relatively adjusted, 
as far as may be possible. These general adjustments of 
rates in the two rate-making territories named have 
long existed. The mere retention of such adjustments 
here does not establish unjust discrimination. The in- 
crease permitted in the Five Per Cent case, 31 I. C. C., 
350 [Daily Traffic World, Aug. 3, 1914], will bring these 
rates nearer together. 

The commodity rates which complainants here seek 
and which were formerly maintained from Pittsburgh 
were never within the knowledge of any witness for 
either party maintained from any other market served 
by defendants. Prior to canceling the commodity rates 
from Pittsburgh defendants received protests against 
same from produce dealers at Cleveland and Columbus, 
O., and Baltimore, Md., who were in competition with 
the dealers at Pittsburgh. To satisfy these complaints 
the special commodity rates west were canceled. Fol- 
lowing our order in the Koehler case, the commodity, 
rates east were canceled, and from Pittsburgh, as from 
Cleveland, Columbus, Baltimore, and, so far as the evi- 
dence shows, from all other markets reached by de- 
fendants, the class rates were applied. 

From all the facts, circumstances and conditions 
shown in the somewhat voluminous record we are of 








862 THE TRAFFIC WORLD 


the opinion and find that the class rates in issue are 
not unreasonable or unjustly discriminatory and that 
defendants have justified the rates which were increased 
Sept. 10, 1913. 

It follows that the complaint must be dismissed, and 
it will be so ordered. 





ORDER. 
It is ordered, That the complaint in this proceeding 
be, and it is hereby, dismissed. 


WESTBOUND LAKE-AND-RAIL KNIT 
GOODS COMMODITY RATES 


1. AND S. NO. 437. (32 I. C. C., 54-57) 


Submitted Aug. 6, 1914. Decided Oct. 12, 1914. 


1. The provision of the amendment of June 18, 1910, to the 
Fourth Section to the effect that a carrier which has re- 
duced rates to meet water competition shall not be per- 
mitted to increase such rates uniess the proposed increase 
rests upon ‘‘changed conditions’’ other than the elimination 
of water competition held not to apply to rates reduced 
prior to June 18, 1910. e 

2. Proposed increases in rail-and-lake rates on knit goods from 
points in the state of New York to Chicago, Illl., St. Louis, 
Mo., Minneapolis, Minn., and other points, intended to elim- 
inate a departure from the general rate structure, found to 
be justifiea. Order of suspension vacated. 


William W. Collin, Jr., for New York Central lines 
and others. 

H. G. Wilson, L. B. Boswell, J. Keavy, C. E. Childe, 
M. E. Markman, S. C. Bates, A: F. Versen and J. G. Duffy 
for protestants. 


Report of the Commission. 


MEYER, Commissioner: 

The Commission, by order of April 20, 1914, sus- 
pended until Aug. 21, 1914, various tariffs of trunk line 
and New England roads, published to become effective 
at different dates from April 23 to May 17, 1914, inclusive, 
by which rail-and-lake commodity rates on knit goods to 
Chicago, Ill., St. Louis, Mo., Minneapolis, Minn., and other 
points were to be abrogated, and the Official Classification 
first class basis applied in lieu thereof, and ordered an 
investigation of the propriety of the increases in rates 
which would result if those tariffs should become effective. 
By order of later date those tariffs were further sus- 
pended until Feb. 21, 1915. The points of origin named 
in the tariffs referred to are Albany, N. Y., and Albany 
rate points, including Utica, N. Y. These commodity 
rates are effective also from Syracuse, N. Y., but the first 
class rail-and-lake rate from Syracuse to Chicago is the 
same as the commodity rate of 44 cents per 100 pounds, 
so there is no change or increase there. The Boston & 
Maine Railroad applies the Albany rate,from points on 
that road, about 12 in number, usually called Troy rate 
points, and from Hoosick Falls, Hudson, Hudson Upper, 
Mellenville and Niverville, N. Y., and Pittsfield, Mass., 
on the Boston & Albany take small differentials over 
the Albany rate. These rates apply from the various 
points of origin named to the Mississippi River, includ- 
ing points in Central Freight Association territory, and 
apply as parts of combination rates to points west of the 
Mississippi River. There are no commodity rates on knit 
goods from trunk line territory, except the rail-and-lake 
rates herein involved. The rate to Chicago may be taken 
as typical of the rates to the other points. 
above-mentioned places, which take the Albany rate, the 
commodity rate of 44 cents to Chicago is sought to be 
increased by the suspended tariffs to 50 cents, first class, 
and the former differentials of 6 and 8 cents above Albany 
for points taking such differentials are retained. There 


rate. 
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are a great many knitting plants in this general locality, 
including plants at Cohoes, Albany, Utica and Syracuse 
in the state of New York. The territory in which these 
plants are located extends through the Mohawk Valley 
and down the Hudson River to Poughkeepsie, and is 
sometimes called the Mohawk Valley-Hudson River dis- 
trict. A large traffic and a large amount of revenue are 
involved. Collectively these origin points are referred to 
in the evidence as a “pocket around Utica and Albany,” 
and we shall designate them hereafter as Mohawk Valley 
points. Knit goods include any garment made on a knit- 
ting machine, but for all practical purpose of this inves- 
tigation knit goods may be considered as including only 
underwear. Hosiery is manufactured at Philadelphia and 
in New England and elsewhere, but not in the Mohawk 
Valley. 

In addition to prominent firms and corporations, the 
protestants include commercial associations and traffic 
clubs of St. Louis, Kansas City, St. Joseph and Spring: 
field,’ Mo.; Chicago, Cairo and Quincy, Ill.; Sioux City, 
Ia.; Minneapolis, Minn.; Indianapolis, Ind.; Omaha, Neb., 
and Utica, N. Y. 

‘The rate history disclosed in the record shows many 
fluctuations. The Albany rate to Chicago, June 2, 1896, 
was 25 cents per 100 pounds. In 1902 it was 30 cents, 
and the following year 35 cents again. In April, 1907, 
it was 43 cents, and in July, 1907, 44 cents, the current 
In addition to these and other changes, it was 
testified that the all-rail rates have been changed, either 
increased or reduced, 42 times since 1867, without any 
change at the same time in rail-and-lake rates, and that 
the rail-and-lake rates have been changed since 1867, 
either reduced or increased, 19 times without any change 
at the same time in the all-rail rates. These changes 
and fluctuations seem to us to suggest the propriety of 
establishing and maintaining these rates on a class basis 
in order that class principles and relationships may render 
them more stable. 


Many of the protestants claimed that no increase 
should be considered pending the general proposed in- 
crease of 5 per cent in all rates from trunk line territory, 
which, added to the proposed special increase of knit 
goods, would, as they claimed, make an unreasonable 
increase; and the other ground of general protest was 
that there were existing contracts for sales of these goods 
based on the current rail-and-lake commodity rates for 
the present open season of navigation. The 5 per cent 
increase has been denied, and the commodity rate by 
force of the suspension continues during the current open 
season. 


Other objections are that increases heretofore made 
are sufficient to make the existing rates yield a reasonable 
profit and are all the traffic will bear, and that no changed 
conditions warrant a further increase in these rates. 
These objections bring us to the fundamental questions 
to be determined in this investigation. 


In their inception the rail-and-lake commodity rates 
on knit goods were the result of canal competition, but 
that competition was practically eliminated as far back 
as 1907, and respondents after elimination of that com- 
petition endeavored to increase rates to the class basis. 
So vigorous was the opposition that as a compromise 
the current commodity rate of 44 cents to Chicago was 
established instead of the class rate of 50 cents. Re- 
spondents contend and the evidence tends to show that 
the only basis for the construction of the rail-and-lake 
rates is the all-rail rates, and that rail-and-lake rates 
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are uniformly differentials under these rates; that the 
peculiar Mohawk Valley rates are not founded on any 
all-rail rates, because there are no commodity all-rail 
rates on knit goods from trunk line and New England 
territories, including the Mohawk Valley, and that a 
search of the tariffs reveals, with regard to these singular 
commodity rates, that they violate the fixed relation -of 
all-rail and rail-and-lake rates which has generally ob- 
tained in all the rate structures of the carriers in these 
territories. Commodity rates are .not published from 
Philadelphia or from New England points or from points 
in the state of Ohio where knit goods are manufactured, 
but such goods from these points. are handled on first 
class rates, and demands have been made for rail-and- 
lake rates from such points corresponding to the Mohawk 
Valley rates. The evidence tends to show that the ex- 
istence of these commodity rail-and-lake rates in the 
absence of corresponding commodity all-rail rates has 
caused discrimination as between manufacturers of knit 
goods. 

The protestants insist that \the real reason of the 
respondents for restoring the rates involved to the class 
basis is the fact that water competition on account of 
which commodity rates were originally established has 
been eliminated, and that the respondents must, therefore, 
by reason of the last clause of section 4 of the act, not 
only show something other than elimination of water 
competition to justify the proposed increases, but must 
show that the proposed increases rest upon “changed 
conditions” other than the elimination of water com- 
petition. 

The clause of section 4 relied upon reads as follows: 


Whenever a carrier by railroad shall in competition with a 
water route or routes reduce the rates on the carriage of any 
species of freight to or from competitive points, it shall not be 
permitted to increase such rates unless after hearing by the 
Interstate Commerce Commission it shall be found that such 
proposed increase rests upon changed conditions other than the 
elimination of water competition, 


That clause was a part of the amendment of June 18, 
1910, and applies only to rates reduced subsequent to 
that date. As the rates here involved were originally 
reduced in 1896, the clause does not apply ‘here, and we 
need not consider what would be the effect of the clause 
if it did apply. In determining, therefore, whether 
or not the respondents have justified the proposed in- 
creased rates, we may consider the conditions which now 
exist without regard to whether or not they may be con- 
sidered “changed conditions,” as compared with the con- 
ditions which existed when the rates were originally re- 
duced. Where a commodity rate is made for a manu- 
factured product capable of classification, a certain equilib- 
rium between competing points of manufacture should 
be preserved, if possible, and only some peculiar circum- 
stance or condition can warrant the maintenance of a 
commodity rate from a few points of manufacture in a 
limited locality, while the class rate basis as to the same 
commodity is maintained from all other points of manu- 
facture. 

The proposed restoration of these rates to the class 
basis will bring them into harmony with the established 
rate structure, and we have repeatedly sanctioned in- 
creases of rates made for that purpose. In the Matter 
of Advances in Rates on Vehicles, 22 I. C. C., 124 [The 
Traffic World, Dec. 30, 1911, p. 1124]; In the Matter of 
Advances in Rates on Bituminous Coal, 22 I. C.°C., 341 
[The Traffic World, Feb. 24, 1912, p. 310]; In the Matter 
of Advances in Rates on Cooperage, 24 I. C. C., 656 [The 
Traffic World, Oct. 26, 1912, p. 591]; Rates on Knitting: 
Factory Products, 25 I. C. C., 634 [The Traffic World, 


-tion of the alleged excessive charges. 
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Jan. 25, 1913, p. 214], and Packing-House Products from 
Iowa Points, 31 I. C. C., 308 [The Traffic World, Aug. 8, 
1914, p. 299]. 

We are of opinion that the respondents have justified 
the proposed increased rates, and an order will be issued 
vacating the order of suspension as of Dec. 31, 1914. 





ORDER. 

It is ordered, That the orders of the Commission here- 
tofore entered in this proceeding suspending the opera- 
tion of said schedules be, and they are hereby, vacated 
and set aside as of Dec. 31, 1914. 

It is further ordered, That a copy hereof be forthwith 
served upon F. S. Davis, agent, and upon the carriers 
respondent herein, parties to said schedules, and that a 
copy hereof be filed with said schedules in the office of 
the Commission. 


REFRIGERATION FROM CALIFORNIA 


CASE NO. 5976 (32 I. C. C., 48-50) 
PACIFIC FRUIT EXCHANGE VS. SOUTHERN PACIFIC 
CO. ET AL. 

Submitted April 18, 1914. Decided October 12, 1914. 


The complaint attacks the refrigeration rates paid on shipments 
of deciduous fruits from California points to destinations in 
other states during the season of 1911 and seeks the estab- 
lishment of lower rates than the existing ones adopted in 
1912. Held, that, in accordance with the conclusions in Rail- 
road Commission of the State of California vs A. G. S. R. 
Co., 32 I. C. C, 17, the existing refrigeration rates are not 
excessive. No reparation should be awarded for the differ- 
ence between the 1911 and the 1912 rates. 


Chauncey H. Dunn for complainant. 

George D. Squires for Southern Pacific Co. 

H. A. Scandrett for Union Pacific Railroad Co. and 
Oregon Short Line Railroad Co. 

Allan P. Matthew for Western Pacific Railway Co. 

mM. W. Camp for Atchison, Topeka & Santa Fe Rail- 


way Co. 
Report of the Commission: 


MEYER, Commissioner: 

This case concerns in the main the same issue as 
one which was considered in Railroad Commission of the 
State of California vs. A. G. S. R. R. Co., 32 I. C. C., 17 
{The Traffic World, Oct. 31, 1914, p. 812], decision in 
which is being rendered at the same time as the present 

_case—namely, as to the reasonableness of the refrigera- 
tion rates charged on shipments of deciduous fruit from 
California points to eastern destinations. In the present 
case, however, attack is made primarily upon refrigeration 
rates charged on 476 cars of deciduous fruit shipped 
during the year 1911. Petition also is made for repara- 
The 1911 refrig- 
eration rates were somewhat higher than the rates of 
1912 attacked by the complaint of the California railroad 
commission. Complainant in the present case seeks, 
however, the establishment of rates which are not only 
lower than the rates charged in 1911, but from $10 to 
$20 lower than the rates of 1912. 

The showing of complainant in the present case as 
to what would be reasonable refrigeration charges is 
neither as extensive nor as helpful as the evidence sub- 
mitted by the California commission in its case. While 
complainant here introduced some direct evidence as to 
the cost of ice and the amount of ice used in refriger- 
ating shipments, its contention in the main was rested 
on more or less arbitrary estimates as to both figures. 
This evidence manifestly is not of a kind to induce here 
a conclusion different from that in the decision of the 
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California Commission case, supra, that the refrigeration 
rates of 1912 do not appear to be unreasonable. 

Reference may be made to the fact that complainant 
here alleged also that the rates in controversy upon a 
comparison with the lower refrigeration rates applicable 
to shipments of citrus fruit, the rates applicable to ship- 
ments of vegetables under refrigeration and finally with 
the lower refrigeration rates on deciduous fruit from 
Oregon and Washington, were discriminatory. We are 
of opinion that a showing of similarity of transportation 
conditions in these various cases sufficient to sustain the 
charge of discrimination against the rates on California 
deciduous fruit has not been made. It appears that the 
movement of vegetables under refrigeration is confined 
almost entirely to the winter months, and that conse- 
quently the consumption is ice is decidedly lower than 
in the case of the deciduous fruit. It further appears 
that the greater portion of the citrus fruit movement is 
in the cooler months, and that consequently the ice con- 
sumption here is also smaller than in the deciduous fruit 
movement. As to the north-coast rates, the carriers in- 
troduced much the same evidence as was introduced in 
the California Commission case respecting the differences 
in the transportation and rates from these states as com- 
pared with the California’ situation, and without repeating 
the discussion here we may say that we are of opinion 
that sufficient difference is shown to establish a defense 
to the charge of discrimination. ; 

The question remains as to whether an award of 
reparation should be made of the difference between the 
rates of 1911 and the rates of 1912, which latter rates 
we have found were not unreasonable. Prior to 1911 the 
state of California was divided into different groups, the 
refrigeration rate varying with the group. Following the 
1911 season, a readjustment was made under which the 
entire state of California was blanketed with the excep- 
tion of a few points east of Sacramento, where the rate 
for a pre-iced car is $5 less than from other parts of the 
state. Although this readjustment resulted in increases 
in a few cases, in most cases there were reductions, vary- 
ing from $2.50 to $30 per car, with an average reduction, 
it is said, of about $5 per car. It is testified that the 
purpose of the readjustment in the main was to “iron 
out the rates.” It may be noted here that the fact of 
the reduction does not, as the Commission has frequently 
said, of itself establish that the preceding rates were un- 
reasonable. Other than, the testimony as to the reduction 
and the reason for it there is little, if any, substantial evi- 
dence on the specific question of the difference between the 
1911 and the 1912 rates. While complainant as consignor 
paid the refrigeration charges on some of the cars which 
were sold in the auction markets for its own account, in the 
majority of instances the charges were paid by the con- 
signees, and complainant bases its asserted right to rep- 
aration on stipulations or so-called assignments to it from 
the consignees, wherein it is stipulated that reparation 
may be awarded the complainant and agreement is made 
as to a division of such amounts as may be received. 

Under all the circumstances we are of opinion that we 
should not decree an award of reparation for the difference 
between the 1911 and the 1912 rates and the complaint in 
this regard as well as generally must be dismissed. 

An order in accordance with these conclusions will be 
entered. 

{ 





ORDER. 
It is ordered, That the complaint in this proceeding 
be, and it is hereby, dismissed. 
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RATES ON DRY LUMBER 


CASE NO. 4952 (32 I. C. C., 58-60) 
GEORGE R. WORN ET AL. VS. BOCA & LOYALTON 
RAILROAD CO. ET AL. 


Submitted June 2, 1913. Decided Oct. 6, 1914. 


Rate of $1.50 per ton on dry lumber from Star, Cal., to Boca, 
Cal., applicable on interstate traffic, found unjustly preju- 
dicial as compared with rate of $1 per ton from Star to 
Race wren traffic is destined to Truckee, Cal. Reparation 
awarded. 


Summerfield & Richards for complainants. 

Warren Olney, Jr., Alexander R. Baldwin and Allan 
P. Matthew for Boca & Loyalton Railroad Co. 

George D. Squires for Southern Pacific Co., Oregon 
Short Line Railroad Co. and Union Pacific Railroad Co. 
Report of the Commission. 

McCHORD, Commissioner: 

Complainant George R. Worn is engaged in the cut- 
ting and sawing of lumber at Star, Sierra County, Cal., 
and the other complainant, Verdi Lumber Co., is a cor- 
poration engageg in a similar occupation at Verdi, Washoe 
county, Nev. By complaint, filed June 2, 1912, complain- 
ants allege that unreasonable and discriminatory charges 
were collected for the transportation of lumber from Star, 
Cal., to Verdi, Reno, Lovelock, Fallon, Winnemucca and 


- Battle Mountain, Nev., Lyons, Ia., Salt Lake City, Utah, 


and Chicago, Ill., on shipments moving during the period 
from July 8, 1910, to July 5, 1911. Reparation is asked. 

Star, Cal., is a shipping point for lumber 6 miles 
northwest of Boca on the Boca & Loyalton Railroad. This 
road is 45 miles in length, extending in a northwesterly 
direction from Boca, a junction point with the main line 
of the Southern Pacific Co., to Portola, Cal., a junction 
with the Western Pacific Railroad. Prior to Feb. 20, 
1910, the Boca & Loyalton Railroad Co. published a 
rate of $1.25 per 1,000 feet on dry lumber from Star to 
Boca applicable on all traffic irrespective of destination. 
Effective Feb. 20, 1910, this rate was restricted to apply 
on business for Truckee only, while the rate made effec- 
tive on that date applicable on other traffic was $1.50 
per ton. This dry lumber weighs approximately 2,500 
pounds per 1,000 feet. The rate $1.25 per 1,000 feet was, 
therefore, the equivalent of a rate of $1 per ton. Truckee 
is on the main line of the Southern Pacific Co., 8 miles 
west of Boca, and Verdi, Nev., is on the same line 16 
miles east of Boca. 


The bulk of the shipments, concerning which this 
complaint is made, moved to Verdi. The local rate of 
the Southern Pacific Co. from Boca to Truckee is 40 cents 
per ton and the local rate from Boca to Verdi is 50 
cents per ton. Effective Nov. 7, 1910, the rate of $1.25 
per 1,000 feet from Star to Boca, applicable to Truckee 
business, was canceled, and the rate of $1.50 per ton, 
Star to Boca, became applicable on all business. Be- 
tween Feb. 20, 1910, and Nov. 7, 1910, the Boca & Loyalton 
Railroad Co. received $1 per ton for the haul Star to 
Boca, applicable on shipments destined to Truckee, and 
received $1.50 per ton on shipments destined to other 
points. The alleged discrimination in favor of Truckee 
business during this period was 50 cents per ton. Twenty- 
three carloads, aggregating 545.8 tons, moved during this 
period. Effective Aug. 5, 1911, a joint rate of $1.50 per 
ton, Star to Truckee, was established. Effective June 12, 
1913, this rate was canceled and a rate of $1.90 per ton 
Star to Truckee was established. Fifty-two of the car- 
loads listed in the complaint moved during the period, 
Nov. 7, 1910, to Aug. 5, 1911, when the rate of $1.50 per 
ton Star to Boca was applicable on all business. Verdi 
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and Truckee are but 24 miles apart, and the same rates 
are made on shipments from these two points to prac- 
tically all points to which this lumber is distributed. 


Some testimony was directed by the complainants to 
an attempt to show that the rate of $1.50 per ton Star 
to Boca is unreasonable per se, but the comparisons in- 
stituted for that purpose were inconclusive in character 
for the reason that such comparisons had reference. to 
rates made over other lines engaged in a general traffic, 
while the testimony showed that the business of the 
Boca & Loyalton Railroad was almost altogether a lumber 
business, and that it carried very little other traffic. The 
road was built primarily to reach certain timbered areas. 
The country traversed by the line is mountainous in 
character and no important traffic of a general character 
has been developed on this line, and there is little pros- 
pect of such development. The witnesses for the com- 
plainants testified that no objection would be made to 
the rate of $1.50 per ton Star to Boca, if such rate were 
made applicable to all traffic irrespective of destination. 


The gravamen of the complaint is that this rate, $1.50 
per ton, applied to interstate business was unjustly dis- 
criminatory as compared with the equivalent of a rate 
of $1 per ton applicable on Truckee business during the 
period from Feb. 20 to Nov. 7, 1910.’ The defendants 
seek to justify the alleged discriminatory character of 
this rate by showing the relation of the Boca & Loyalton 
Railroad to a logging railroad owned by the Sierra Ne- 
vada Wood & Lumber Co. The latternamed company 
has tracks extending from Truckee, Cal., to Hobart Mills, 
Cal., paralleling the Boca & Loyalton Railroad, and about 
7 or 8 miles west of the line of the last-named railroad. 
This company has large timber holdings which may be 
reached by the Boca & Loyalton or by an extension of 
the logging road above mentioned. The company has 
also a contract with the Boca & Loyalton Railroad Co. 
which empowers it to operate over a portion of the lat- 
ter’s line, and had announced its intention of exercising 
this right if the rate of $1.25 per 1,000 feet from Star 
to Boca applicable on Truckee business was raised. It 
appears that the Boca & Loyalton Railroad Co. raised 
this rate on Truckee business Nov. 7, 1910, 50 cents per 
ton, and the rate then made effective continued in force 
up to Aug. 5, 1911. Upon that date the rate, Star to 
Truckee, of $1.50 per ton became effective, and‘the reve- 
nue accruing to the Boca & Loyalton Railroad from this 
rate was $1.10-per ton. Testimony shows that a large 
part of the lumber which! may be reached by the rails 
of the Boca & Loyalton Railroad has been cut away 
and that at this time the traffic upon the line is extremely 
sparse, the revenues are very meager,’ and are insuffi- 
cient to pay operating expenses and interest upon bonded 
indebtedness. 

We are of the opinion that the charging of a higher 
rate from Star to Boca on shipments destined to Verdi 
than on shipments destined to Truckee resulted in a 
relation of rates to the two points unduly preferential 
to the latter point and unjustly prejudicial to the former 
point. It appears that during the time this discrimination 
existed, complainants moved 545.8 tons at the rate herein 
found unlawful, and that the exaction of this rate placed 
them at a disadvantage as compared with their competi- 
tors at Truckee, whereby complainants were damaged. 
This damage ‘is measured by the difference in rate, then 
existing, of 50 cents per ton, aggregating $272.90, with 
interest from Nov. 7, 1910, for which amount reparation 
is awarded. The discriminatory relation of rates has 
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been corrected and an order awarding reparation will be 
entered. 


ORDER. 

It is ordered, That defendant Boca & Loyalton Rail- 
road Co. be, and it is hereby, authorized and directed to 
pay unto the complainants, George R. Worn and Verdi 
Lumber Co., successors to Tonopah Lumber Co., on or 
before Dec. 15, 1914, the sum of $272.90, with interest 
thereon at the rate of 6 per. cent per annum from Nov. 
7, 1910, as reparation on account of a rate charged prior 
to Nov. 7, 1910, for the transportation of dry lumber in 
carloads from Star, Cal., to Boca, Cal., when destined for 
interstate points beyond, which rate so charged has been 
found to have been unjustly prejudicial, as more fully 
and at large appears in and by said report of the Com- 
mission. 


FOURTH SECTION VIOLATIONS IN 
SOUTHEAST 


FOURTH SECTION APPLICATIONS NOS. 458, 461, 484, 
540, 542, 601, 602, 603, 703, 769, 782, 799, 915, 972, 1021, 
1024, 1477, 1478, 1479, 1530, 1548, 1561, 1573, 1594, 1625, 
1782, 1452, 2025, 2043, 2045, 2138, 2172, 2234, 39129 
3918, 3965, 4048, 4218, AND 4948 (32 I. C. C., 61-84). 


In the Matter of Applications for Relief from the Pro- 
visions of the Fourth Section of the Act to Regulate 
Commerce, as Amended June 18, 1910, with Respect 
to Class and Commodity Rates from Eastern Cities, 
Ohio River Crossings and New Orleans, La., to South 
Atlantic and Gulf Ports, Certain Points on Navigable 
Streams, and Certain Interio6r Basing Points in South- 
eastern and Mississippi Valley Territory; with Re- 
spect also to Class and Commodity Rates from St. 
Louis, Mo., and Chicago, Ill., to Gulf Ports, Missis- 
sippi River Points, and to Meridian and Jackson, Miss. 


Submitted Sept. 4, 1914. Decided Oct. 13, 1914, 


1. Mileage scale shown on page 174 of report modified to correct 
discrepancies. 

2. Carriers authorized in using mileage scale on ocean-and-rail 

‘ business from New York and Philadelphia to add to the 
rates for like distances shown in the scale of the differentials 
by which the rates on the classes from New York and Phil- 
adelphia to points in this territory usually exceed the rates 
on the corresponding classes from Baltimore. 

$. In determining which routes are circuitous the gateways 
Chattanooga, - Birmingham, Montgomery and Atlanta are 
used on routes from Ohio and Mississippi River crossings; 
Charleston, Savannah, Brunswick and Jacksonville on ocean- 
and-rai]l routes from eastern cities; Chattanooga, Atlanta, 
Athens, Augusta and Savannah on rail routes from Virginia 
cities, distances to be computed from such gateways, 

4: Carriers authorized to depart from the requirements of the 
report and order as to rates from Ohio River crossings and 
New Orleans to Helena. Ga., and points in same general 
territory, as shown herein. 

. Carriers authorized to continue lower rates from Louisville 
and lower Ohio River crossings to Opelika, Ala., and points 
in Montgomery sub-territory than to intermediate points 
south of Atlanta in Atlanta sub-territory, and to continue 
lower rates from Cincinnati, Oh‘o, to points in Atlanta terri- 
tory between Eufaula and Macon and between the Chatta- 
hoochee River and Cordele than to intermediate points in 
Montgomery sub-territory between Montgomery and the 
Chattahoochee River. 

6. Order in Board of Trade of Carrollton, Ga., vs. C. of G. Ry. 
Co., 28 I. C. C., 154, modified to the extent shown in this re- 
port by establishing class rates from Baltimore to Carrollton 
the same as to Cedartown, Ga., and from Louisville to Car- 
roliton the same as to Newnan, Ga. 

7. Carriers operating certain short roads in this territory au- 
thorized to continue to meet the rates at their junction 
points established by their trunk line connections, and to 
ecntinue higher rates to intermediate local points for two 
years. 

8. Southern Ry. Co. authorized to make changes in rates from 
eastern cities to points on the Memphis division of the 
Southern Ry. necessary to correct Fourth Section violations. 

9. Illinois Central R. R. Co. and the Yazoo & Mississippi Valley 
R. R. Co. authorized to continue rates from and via Mem- 
phis, Cairo and St. Louis to Jackson. Miss., lower than to 
intermediate points on the Yazoo & Mississippi Valley R. R., 
provided rates shown in scale are not exceeded, 


ol 
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10. Carriers authorized to make changes in rates from Louis- 
ville to points on the Atlantic Coast Line R. R. between 
the Chattahoochee River and Bainbridge, Ga., as shown 
herein, 

11. Order respecting rates from Cairo, St. Louis and Chicago to 
points between Jackson and New Orleans and between 
Meridian and New Orieans modified. : 

12. Order respecting rates from Chicago, St. Louis, Cairo, 
Louisville and Cincinnati to points north of Memphis modi- 


fied. 

13. Carriers authorized to maintain higher rates on indirect 
routes to points between Jackson and Meridian than to 
Jackson or Meridian. 


Same appearances as in the original report. 
Supplemental Report of the Commission. 
BY THE COMMISSION: 

Carriers serving the territory affected by Fourth Sec- 
tion Order No. 3866, entered in the above-entitled case, 
30 1. C. C., 153 [The Traffic World, May 16, 1914, p. 943], 
have represented to the Commission that in endeavoring 
to check rates in response to that order and to various 
other orders of the Commission affecting rates to points 
in the same territory, some of the restrictions in Fourth 
Section Order No. 3866 have the effect of preventing them 
from establishing a harmonious, consistent and properly 
related rate adjustment. They ask for such modification 
of the order as will permit the establishment of rates 
that will preserve certain established and long-standing 
group relations. They also ask for such modifications 
of the order in Board of Trade of Carrollton, Ga., vs. 
C. of G. Ry. Co., 28 I. C. C., 154 [The Traffic World, 
Aug. 9, 1913, p. 322], as will permit a proper relation 
between the rates to Carrollton and the proposed rates 
to other points in the same vicinity. 

In the scale of rates shown on page 174 of the origi- 
nal report, 30 I. C. C., 153, and on page 11 of the order 
some rates are less for a two-line haul than for a one-line 
haul of equal length. Such discrepancies were certain 
to appear in any scale of rates derived, as this one was, 
from averages taken from a large number of rates. Such 
discrepancies should be corrected by substituting the 
following scale, in which the discrepancies noted above 
have been corrected: 


I thy edd gh ake be 6-0 aed ae 3 2 3 4 5 6 
300 miles: 

ED a oabud mars os'6 bss 96 84 69 63 51 45 

Two or more lines........ 106 92 79 66 56 47 
350 miles: 

ES ee ee 89 73 69 55 47 

Two or more lines........ 110 95 84 69 58 48 
400 miles: 

NE ee ie a 100 95 77 69 58 49 

Two or more lines........ 112 98 87 72 60 4 
450 miles: 

a a tn < agains a 115 98 80 69 59 5l 

Two or more lines........ 116 100 89 74 62 51 
500 miles: 

| Si el a a 116 99 83 70 60 51 

Two or more lines........ 120 104 92 76 64 52 
550 miles: 

ee ne eee aoe 117 100 85 72 61 52 

Two or more lines........ 128 112 99 83 69 56 
600 miles: 

CN ig ts ew Sn paole 118 102 86 74 63 53 

Two or more lines........ 131 114 101 85 70 58 
650 miles: 

I ae en hin te we 123 106 89 78 66 56 

Two or more lines........ 137 118 10 90 74 60 
700 miles: 

NR at, a 128 110 94 82 70 59 

Two or more lines........ 142 126 113 94 80 66 
759 miles: 

CN laws a neaceh 133 114 98 86 73 62 

Two or more lines........ 147 130 118 98 84 69 
ST Ci tawacwess oe cctackies A B S D E H F 
300 miles: 

I 6s nak tet his 28 38 31 25 46 55 52 

Two or more lines.... 40 44 32 26 52 56 55 
350 miles: 

CM Soaks chee ks 40 41 33 26 50 58 . 55 

Two or more lines.... 41 44 34 27 52 59 57 
400 miles: 

3 RA 41 43 34 27 51 59 57 

Two or more lines.... 42 44 35 27 54 60 57 
450 miles: 

aS ee 41 44 34 28 52 60 60 

Two or more lines.... 42 44 35 28 55 62 60 
500 miles: 

SN EO ao cca pia baie oss 41 45 34 29 53 62 60 

Two or more lines.... 42 46 35 29 56 64 62 
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550 miles: 


Se ee 43 46 35 30 54 64 64 

Two or more lines.... 43 48 37 31 59 68 64 
600 miles: 

SUD Sic s 2 aes0's o ac. 44 47 36 30 56 64 64 

Two or more lines.... 44 49 38 32 62 71 66 
650 miles: 

eS 45 49 37 32 59 67 66 

"Lwo or more lines.... 47 51 40 33 66 74 68 
700 miles: 

TG RS. 04% 15 sk OS 47 51 38 33 63 69 70 

Two or more lines.... 50 53 43° 35 68 77 71 
750 miles: : 

ee ere ee 49 54 39 34 70 73 73 

Two or more lines.... 53 56 45 36 74 80 73 


The scale of rates shows, as has been stated, the 
averages of a large number of all-rail rates in the ter- 
ritory affected by the report. When such scale is ap- 
plied on traffic moving ocean and rail from the Atlantic 
seaboard to points in southeastern territory, upon the 
assumption that the water haul from New York to any 
of the south Atlantic. ports is equivalent to 250 miles 
of rail haul, it is subject to the following criticisms: 

The rates from Baltimore, as well as from New York 
and Philadelphia, to points in the Southeast are divided 
between the water carriers and the rail carriers upon the 
assumption that the water haul from any of the origi- 
nating points named to any of the south Atlantic ports 
is equivalent to 250 miles of rail haul. Before dividing 
the rates to any point, however, the following deductions, 
in cents per 100 pounds, for wharfage and for marine 
insurance, are made from the through rates: 


Class cn «& 6 2S. Ss ee 
-Deductions ..... $0718: 2908: G0) BOTH: Tad See 


It is understood that the marine insurance, which 
constitutes about one-half of the above deductions, is an 
actual expense by which the water carriers protect them- 
selves against loss due to marine disasters. The wharfage 
is a charge of the water carriers for handling at the 
wharves. It therefore appears that on traffic from New 
York to a point in this territory, for example, Ivey, Ga., 
the division would be as follows: 

The first class rate is $1.25; the distance from Sa- 
vannah, 175 miles; the deduction, 16 cents; the remainder, 
$1.09; the total constructive mileage, 425 miles; the pro- 
portion of the rail carriers, 175 /425, or 41.2 per cent of the 
$1.09; the division accruing to the railroad, 45 cents. It 
is urged that there is now, and has been for many years, 
a fixed relation between the rates from Baltimore, on 
the one hand, and New York and Philadelphia, on the 
other, to points in this territory. The rates, in cents per 
100 pounds, from Baltimore are the following differentials 


less than from New York and Philadelphia: 


a eee e 2@- & 4:6 ° ¢.A.3 €:B: FB Bie 
pcapins ahd . ¢ @ ©. £°3..-2 9 @ 8.4. 2 +6 


Should the scale named by the Commission in its 
report be applied from New York and the rates be estab- 
lished from Baltimore less by these differentials, it is 
asserted that the necessary deductions and the manner 
of computing divisions will result in material reductions 
in the revenue accruing to the rail carriers on this traffic. 
The carriers ask for such modification of the order of 
the Commission as will permit their use of the scale 
upon rates from Baltimore and the publication of rates 
from New York and Philadelphia higher by the present 
differentials than from Baltimore. The differentials ob- 
“served by the ocean-and-rail lines are the differentials 
applied by the all-rail lines. In Atlanta Freight Bureau 
vs. S. Ry. Co., 29 I. C. C., 476 [The Traffic World, March 
7, 1914, p. 458], the Commission had occasion to examine 
these differentials, and saw no reason for disturbing them 
as to traffic to Atlanta. We see no reason for now 
changing these differentials as to traffic to this territory. 

The object in prescribing the scale of rates to be 
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observed as maxima to intermediate points on routes to 
more distant depressed-rate ‘points was to correct undue 
discrimination in these rates, one as against another, and 
as compared with the rates to more distant points as 
to which some relief from the requirements of the long- 
and-short-haul rule seemed necessary and just. Such scale 
was not made as representing the Commission’s opinion 
of what would be reasonable and proper rates to all 
points in this territory. It does represent the average 
practice of these carriers in naming rates to interme: 
diate non-competitive points. The rates on the numbered 
and lettered classes shown in the scale are usually less 
for like constructive distances than the present rates 
from New York via ocean and rail through South Atlantic 
ports to non-competitive points in Georgia. 

On the numbered classes the Central of Georgia ap- 
plies blanket rates to stations intermediate to Macon, 
Toomsboro to Gordon, inclusive, of— 


Claes: “is 24s<. 1 2 3 4 5 6 
Dees 5.0 6 ena 122 159 97 79 66 53 | 


These points are from 155 to 170 miles from Savannah 
or from 405 to 420 constructive miles from New York. 
The scale compiled by the Commission shows for 450 
miles rates of— 
2 3 4 5 6 

ied ee a 116 100 89 74 62 51 
The application of this scale from New York would re- 
duce the rates to these points— 


CAGE Soc cae 1 2 3 4 5 6 
Reductions .. 6 9 8 5 4 2 


cents per 100 pounds. At points intermediate to Colum- 
bus on the Central of Georgia, Everett to Schatulga, in- 
clusive, blanket rates are applied from New York as 
follows: 


1 2 3 4 5 6 
ee 125 111 98 81 67 54 


This blanket is approximately 60 miles in width, and its 
center is between 470 and 500 constructive miles from 
New York. The rates in the scale for 500 miles are— 


Se cS cans 1 2 3 4 5 6 
Eee 120 104 92 76 64 52 


The effect of the application of this scale to rates from 
New York is to reduce the rates on the numbered classes 
to these points— 

ee ae 1 2 3 


cents per 100 pounds. 

To points on the Seaboard Air Line intermediate to 
Montgomery on routes from Savannah the present rates 
are generally in excess of the rates authorized by the 
scale. Abbeville, Ga., is 1389 miles from Savannah, or 389 
constructivé miles from New York. The present rates 
are— 


CN ie L, 9 SATE bw ehh aire Dieg nici 1 2 3 a. S328 
OU ae i ae aaa cea es ais 135 119 102 80 65 53 
Rates shown in scale for 490 miles.......112 98 87 72 60 49 
TOGIE gasheare oahks oe bebe heaewen Seer ss tS o BS 


The rates to Hannon, Ala., on the same line, 288 
miles from Savannah and 538 constructive miles from 
New York, are at present— 


CONGR... wits... TAA 0 Haivinnls. hades n kG 1 2 3 Cue 
WIE sa Meccan tle Abi Soa Gane, wits a o's scp a 150 131 116 92 76 61 
Rates shown in scale for 550 miles...... 128 112 99 83 69 56 
Reductions... <iiceccess Sino Gao bw 0 wo Mile eek 22 19 a ®.-2-48% 


The rates on the lettered classes named in the scale 
are in some instances less than the rates now published 
for like distances to competitive points in this territory. 
For example, using the constructive mileage shown in the 
report from New York to Augusta, Atlanta, Macon, Athens, 
Cordele and Quitman, Ga., the rates authorized by the 
scale are below the present rates to Augusta on classes 
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E and F; to Macon, Atlanta and Athens on classes C, 
E and F, and to Cordele and Quitman on classes B, C, 
D, E and F. To nearly all the intermediate non-com 
petitive points the rates on the lettered classes named 
in the scale are materially less than the rates now ap- 
plied .to these points. ' 

We are of the opinion that the rates named in the 
scale as herein modified should be observed as maxima 
in establishing rates on both numbered and lettered 
classes from Baltimore to intermediate points on routes 
to more distant lower rated points, and that the rates 
named in the scale when applied from New York ot 
Philadelphia over the constructive mileage as computed 
in the report should be increased by the amount of the 
differentials on these classes by which the rates from 
New York or Philadelphia now usually exceed the rates 
from Baltimore. 

Attention has been directed to that part of page 336 
of the report, reading as follows: 


In all those instances described in this report where carriers 
have been or may be denied authority to continue lower rates 
to. more distant than to intermediate points on the routes 
named, carriers operating other routes between the same points 
of arigin and destination which do not exceed .the length of the 
routes herein described by 15 per cent or more, and which are 
meeting via such lines the rates of the lines described in the 
report, will be denied authority to continue lower rates to the 
more distant points than to points intermediate thereto. Car- 
riers operating via circuitous routes from and to the points last 
described, whose lines exceed the length of the lines described 
in the report by 15 per cent or more, will be authorized to con- 
tinue to meet the competition of the direct lines at the more 
distant points and to maintain higher rates to the intermediate 
points, provided, etc. 


This relates especially to lines of greater length than 
those forming routes specifically considered by the Com- 
mission in these proceedings. .It is plain that the car- 
riers must, in the application of the above rule, include 
many similar or analogous situations not specifically 
dealt with. This should be done in order to clear up 
as far as may be practicable and eliminate existing dis- 
parities as to destination points similarly situated and at 
which the rates are influenced by substantially similar 
circumstances and conditions as are the rates named in 
the report. In making these readjustments the same 
rule or principle should govern as to circuitous versus 
short routes as apply in like cases to the named routes. 

The operation of the 15 per cent rule to distances of 
considerable length works a hardship on destination lines 
in certain instances. Such situations may be clearly 
described by presenting certain representative examples: 


Miles, 

1. From Louisville, Ky., to Ozark, Ala., via Montgomery: 
Louisville to Montgomery via L. & N. R. R..........446- 491 
Montgomery to Ozark via Atlantic Coast Line R. R..... 92 
Montgomery to Ozark via Central of Georgia Ry........ 139 


2. From Cincinnati to Attalla, Ala., via Chattanooga: 
Cincinnati to Chattanooga via Cincinnati, New Orleans 
Teme Puciie Be Miso, « ciae sh. dais isle Rbe Sate) eaelninr 336 
See to Attalla via Alabama Great Southern 
R 


Tere eee eee eee eee eee eee ee ee ee ee 


3. From Baltimore, Md., to Ozark, Ala., via ocean_and rail 
through Savannah: 


Baltimore to Savannah (constructive mileage)..........- 250 
Savannah to Ozark via Atlantic Coast Line R.R........ 318 
Savannah to Ozark via Central of Georgia Ry........... 393 


4. From Baltimore, Md., to Americus, Ga., water and rail 
through Savannah: 


Baltimore to Savannah (constructive mileage).......... 250 
Savannah to Americus via Seaboard Air Line Ry...... 199 
Savannah to Americus via Central of Georgia Ry........ 261 


5. From Cincinnati, Ohio, to Athens, Ga., via Atlanta, Ga.: 
Cincinnati to Atlanta via Louisville & Nashville R. R.. 519 
Atlanta to Athens via Seaboard Air Lirie Ry........ 5a.g aeark! ae 
Atlanta to Athens via Southern Ry.............e.eseeee 105 
It will be noted that in each instance the distance to 

the point of ultimate destination via the indirect route 

exceeds the distance via the direct route by less than 

15 per cent, but in each instance the route up to the 

gateway is identical. Where relief is not afforded the 

reductions fall entirely upon the line Yeading from the 
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gateway to the destination. For instance, in the first 
example shown above the rate to Montgomery, the gate- 
way, is fixed. The rates from Montgomery to Ozark are 
made by the Atlantic Coast Line, and the Central of 
Georgia can secure no more for the transportation from 
Montgomery to Ozark, a distance of 139 miles, than is 
charged. by the Atlantic Coast Line for a distance of 92 
miles. The Central of Georgia route from Montgomery 
to Ozark is 51 per cent longer than the Atlantic Coast 
Line route, but under the requirements prescribed in the 
report no relief is afforded the Central of Georgia on 
traffic from Louisville to Ozark, for the reason that the 
total distance to Ozark via the indirect route of the 
Louisville & Nashville and the Central of Georgia is 
not 15 per cent in excess of that via the Louisville & 
Nashville and the Atlantic Coast Line. 

There are four principal gateways on routes from the 
Ohio and Mississippi River crossings to points in south- 
eastern territory, namely, Chattanooga, Birmingham, Mont- 
gomery and Atlanta. Nearly all traffic from the Ohio and 
Mississippi rivers to points east of any of these cities 
passes through one or more of these gateways. There 
are also four principal gateways on ocean-and-rail routes 
from New York to points in this territory, namely, 
Charleston, Savannah, Brunswick and Jacksonville. In 
our opinion the original report should be so modified 
as to permit carriers operating routes which are cir- 
cuitous to the extent of 15 per cent or more from these 
gateways to competitive points in this territory to meet 
the rates at such points established by their short-line 
competitors and to continue higher rates to intermediate 
points, provided the rates to intermediate points do not 
exceed the rates for like distances shown in the scale 
prescribed. 

A similar situation exists as to the rates from Vir- 
ginia cities to points in this territory. The rates from 
the Virginia cities to points in southeastern territory were 
not discussed by the Commission in its original report, 
but the carriers represent that in connection with the 
adjustment of rates from Baltimore and eastern cities 
they desire to make similar adjustment in rates from the 
Virginia cities in order to preserve proper relationships 
in the rates from these sections. There are five prin- 
cipal gateways for traffic from the Virginia cities to 
points in Georgia, namely, Chattanooga, Tenn., Atlanta, 
Athens, Augusta and Savannah, Ga. Traffic from Rich- 
mond, Va., to Newnan, Ga., moves via Atlanta over the 
Seaboard Air Line and thence via the Atlanta & West 
Point to Newnan. It is 579 miles from Richmond to 
Atlanta and 39 miles from Atlanta to Newnan via this 
route. 
via the Central of Georgia. 

The route of the Seaboard Air Line and the Central 
of Georgia is but 6 per cent longer than that of the Sea- 
board Air Line and the Atlanta & West Point, but the 
distance via the Central of Georgia from Atlanta to 
Newnan is more than twice the distance via the Atlanta 
& West Point. Under the 15 per cent rule as applied 
to the total distance rates to the intermediate points on 
the Central of Georgia cannot be higher than to the com- 
petitive point, Newnan. We are of the opinion that these 
carriers operating from the Virginia cities through the 
gateways above named should be authorized to establish 
lower rates to more distant competitive points than to 
intermediate points beyond the gateways in those in- 
stances where the routes from the gateways to com- 
petitive points ate 15 per cent or more in excess of the 


The distance is 79 miles from Atlanta to Newnan 


‘ 
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short route, provided the rates to intermediate points do 
not exceed the rates for like distances shown in the scale 
prescribed. 

In the original report, page 211, and in the order, the 
carriers are required to correct the rates from Cincin- 
nati to points intermediate to Helena, Ga., in such man- 
ner that they will not exceed the present rates to Helena. 
The present class rates to Helena are as follows: 


IU cass cows 1 2 3 4% © 2 2 CS 2 
Rate .... «ss. 143 124 110 90 74 59 44 45 35 31 70 70 62 


Helena is approximately 650 miles from Cincinnati, 
via the route described, and the rates to that point cor- 
respond approximately with the rates for like distances 
shown in the scale used by the Commission. In correct- 
ing rates to this territory to accord with the report and 
order of the Commission in this case, and in the cases 
known as the Camilla, Pelham, Sylvester and Douglas 
cases, the carriers desire to apply blanket rates to a group 
of points in southern Georgia. In this group are Thomas- 
ville, Ashburn, Boston, Quitman, Valdosta, Ocilla, Worth, 
Tifton, Fitzgerald, Douglas, Moultrie, Sparks, Adel, Ca- 
milla, Sylvester, Pelham, Alapaha, Willacoochee, Helena 
and McRae. Some of these points are slightly less dis- 
tant, but most are farther distant from Cincinnati than 
is Helena. To all of the points in this group the carriers 
desire to apply the following rates, except where reduced 
by port combinations: 


5 1 2 3 & © 6 AS ££ 22 SB 
a eee 145 426 112 92 76 61746 47 36 32 70 74 64 


The proposed rates to this group are the following 
differentials higher than the present rates to Helena: 


NE nin bah hike tie [ 7. 264 2t8 Ae C&S. SS 
eee BE OS “Se Sid oH 1) 2: 4 2-H SS 


The group to which these rates would apply would 
include all points, local and common, within the boun- 
darieés of the group, and the average distance from Cin- 
cinnati to such points is approximately 700 miles. The 
rates shown in the scale used by the Commission are 
usually higher for such distances than the rates proposed 
by the carriers to this group. 

The rates from Louisville and the other Ohio River 
crossings to Helena are the same as from Cincinnati. 
The distance from Louisville is approximately the same 
as from Cincinnati. 

The rates from New Orleans to Helena, present and 
proposed, are— 


Present-—- 
GOSS i cues sis 1 2 3 ‘ £. 8:4 82 646 Di Be ee 
Rate .........136 115 106 86 70 55 48 41 31 27 61 66 54 
Proposed— 
SUD wice sens 1 2 3 a» | 4£:4 8 €. 3 . 3c eS 
TBGB. 2 Sse nici 128 112 99 83 69 56 42 43 32 28 61 59 56 


The Commission also expressed in its report the view 
that the present rates to Helena from Louisville and 
from New Orleans should not be exceeded at interme- 
diate points. The carriers desire ‘to apply the group 
rates proposed from Cincinnati to Helena and other 
points, from Louisville and the other Ohio River cross- 
ings, and to apply the proposed rates shown from New 
Orleans to Helena and other points within this group 
instead of the present rates, as required by the Com- 
mission’s report and order. 

We are of the opinion that these carriers should be 
authorized to establish the group rates above shown and 
to include Helena within this group, provided that the 
rates so established from Cincinnati and the other Ohio 
River crossings and from New Orleans are not exceeded 
at intermediate points on any reasonably direct line. 

In La Grange Chamber of Commerce vs. A. & W. P, 
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R. R., 28 I. C. C., 178 [The Traffic World, Aug: 16, 1913. 
p. 366], it was held that the rates from Cincinnati, O., 
io La Grange, Ga., should not exceed the rates con- 
temporaneously effective to Opelika, Ala. It was further 
held that the rates from Louisville and the other Ohio 
River crossings to La Grange might exceed the rates to 
Opelika by the following differentials: 


COMP cai oe ince Se 208 Se Bie re Be ee: 2H 
Differentials... ee. Oe: SR Be BE i Ee Be oe oh ew 


La Grange, however, is intermediate to Opelika on 
routes from Louisville to Opelika via Atlanta, and this 
route is not 15 per cent longer than the short route. 
The short route is the Louisville & Nashville from Louis- 
ville to Birmingham and the Central of Georgia to Ope- 
lika, 523 miles. The route formed by the Southern and 
the Cincinnati, New Orleans & Texas Pacific from Louis- 
ville to Atlanta, thence via the Atlanta & West Point 
to Opelika, is 585 miles, 62 miles longer than the short 
line. Opelika is-in Montgomery sub-territory, while La 
Grange is in Atlanta sub-territory. The rates from all 
Ohio River crossings to practically all points in Atlanta 
sub-territory are on a parity, while to points in Mont- 
gomery sub-territory the rates from Cincinnati are the 
differentials shown above higher than the rates from 
Louisville and the lower Ohio River crossings to the 
same destinations. This grouping of destination points 
and this relation of rates is of long standing ahd rests 
upon geographical reasons. The distances from Cincin- 
nati and the lower Ohio River crossings to all points 
in Atlanta sub-territory are approximately the same, while 
the points in Montgomery sub-territory are uniformly 
nearer to the lower crossings than to Cincinnati. 

We do not see any reason why we should at this 
time change this grouping of destination points or this 
relation of rates. We are of the opinion that these car- 
riers should observe the requirements of the order in 
the La Grange case in fixing the relation between the 
rates to La Grange and Opelika, and that the carriers 
operating via Atlanta should be authorized to continue 
lower rates from Louisville and other Ohio River cross- 
ings to Opelika and other points in Montgomery sub- 
territory than to points intermediate thereto in Atlanta 
sub-territory. 

A situation similar to that just described exists in 
regard to rates from Cincinnati to points in Atlanta sub- 
territory. Some of this traffic routes through Montgom- 
ery and Birmingham, but the direct route in nearly all 
instances is via Atlanta. We are of the opinion that 
these carriers should be authorized to continue to use 
the routes through Montgomery on traffic from Cincin- 
nati to points in Atlanta sub-territory and to continue 
lower rates from Cincinnati to points east of the Chatta- 
hoochee River than to intermediate stations between 
Montgomery and the Chattahoochee River on routes 
through Montgomery. 

In Board of Trade of Carrollton, Ga., vs. C. of G. 
Ry. Co., supra, we required the carriers to establish the 
following class rates from Baltimore, Md., and Louisville, 
Ky., to Carrollton, Ga.: 


From Baltimore, ocean and = 
Class 1 


te eidieeheses 6 B.C 2D Bk Zz 
MOP Goce oeces 110 oe = ts 61 49 39 50 39 37 60 65 74 
From Louisville— 
CAS a5. ends. § 1 - BAG &aB- AB C.D. Be F 


RRB cscs ks 110 98 88 72 61 49 36 44 32 28 60 63 56 
These rates were constructed by adding the following 
differentials to the then existing Atlanta rates: 
From Baltimore— 


CORO ec a teee cs 1 -*- 2 ¢ (2.2 =o ee 
Differeniiats \... 1 2200s OS HT HD PE ve 
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wrept Louisville— 
CO ik coma ort at 1 2: 2eoeLe  s = A eR eC 2 
Differentia!s . 12 11 10 SP Sr Re Re ewes 


While the report in that case asserts the opinion 
that the rates from Louisville and Baltimore to Carrollton 
should not exceed the rates to Atlanta by more than the 
above-specified differentials, the order had the effect of 
requiring the carriers to establish the rates above named. 

In the compilation of rates from eastern cities, Ohio 
River crossings, and New Orleans to points in south- 
eastern territory in response to Fourth Section Order No. 
3866, the following rates have been checked in as ap- 
plicable to various. points with which Carrollton is in 
competition : 


From Baltimore to Atlanta— 
CON a kiitinceee , «2 48-4. - Se DD BBVA 


SE. ears 04 cues 107 92 81 68 56 46 37 45 35 31 56 68 62 
To Cedartown and Bremen— A 

CR ss es actes's 1 2 » £" S £2 BOR? 2 ee 

TR pi oie edatia 112 96 85 7% 59 49 39 50 37. 38 59 72 68 
From Louisville to Atlanta, Cedartown — Bremen— 

CR 556 sian ke 1 ie ar OR ar gee * en: a ae eg 

DE een 83230 107 92 81 68 56 46 32 $3 29 25 56 64 50 


From all Ohio River crossings to Newnan, Griffin, Covington 
and aS 

CME 6 icténnas’ .. 2 &«& &<# A: 2. ©, 2 2a 

Too decane 118 102 90 75 62 51 37 44 33 29 61 69 58 


In order to bring about a consistent relation between 
the rates to the points above named and those to other 
points in the same general territory, of which Carrollton 
is one, the carriers desire to apply the same rates from 
Baltimore to Carrollton as to Cedartown and Bremen. 
To do this it would be necessary to change the present 
rates from Baltimore to Carrollton to the following extent: 


RR ff 2 |* £4232. oo 2 eee. 
FBMOP. oils... 5es RSet seer Ga Soe, eet od wt 
eee ee a i 2 4 R. -as 8 

The rates proposed from Baltimore to Carrollton are 
the following amounts higher than the proposed rates to 
Atlanta: 


a it @:2 4.46 ®% &« 8-6. B.- 2.8.2 
COMES .... 25000. . © 2 £ 2; 6. © fe ae en 


but are the same as those proposed to Cedartown. 

The rates which the carriers desire to establish from 
Louisville to Carrollton are the same as have been named 
above applicable to Newnan, Griffin, Covington and Mad- 
ison., The proposed rates to Carrollton are higher than 
the rates ordered in the Carrollton case to’ the following 
extent: 


CY ois asic curec ss ¢£ 2's 2 2 CC 2S 2 2. SS 
COME GS 55 0b ctve'eii B> Be Seng oh Oo Ot B SACRA 


The proposed rates to Carrollton would’ be higher 
than the revised rates to Atlanta to the following extent: 


CONES 8 5555, 659 + . Ole £ 86 ASR BB Aw 
COE snc o32 ee es Pe a ee a ye ee Or Se ae 


This narrows the differentials used by the Commis- 
sion in determining the rates from Louisville to Carroll- 
ton to the following extent: 


I noo ee \. £4. 4 SS A Oe Oe, ee oe 
Drrerscnauem ><. 11- FS ese "8 GF Oe Ore 0-8 


The rates proposed from Louisville to Carrollton, 
Newnan, Griffin, Covington and Madison will be observed 
as maxima at all stations on the Atlanta & West Point 
between Atlanta and Newnan, a distance of 39 miles; to 
all points on the Central of Georgia between Carrollton 
and Griffin, a distance of 60 miles; to all points on the 
Central of Georgia between Atlanta and Griffin, a dis- 
tance of 43 miles; to all points on the Southern between 
Atlanta and Griffin, a distance of 46 miles, and to all 
points on the Georgia Railroad between Atlanta and 
Madison, a distance of 68 miles. 

The effect of continuing to Carrollton the rates fixed 
by the Commission in the Carrollton case is in some 
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degree to prevent the carriers from establishing a har- 
monious and related structure of rates to these and other 
points, such as is required by Fourth Section Order No. 
3866. The order in the Carrollton case was made in 
the light of the situation then existing and of the rela- 
tionship of Carrollton to Atlanta, Cedartown and other 
points in the same general territory. We are of the 
opinion that the order in the Carrollton case should be 
so modified as to permit the carriers to establish rates 
to Carrollton in harmony with the rates to other points 
in the same territory which are established in response 
to Fourth Section Order No. 3866. 

There are @ large number of short roads operating 
in southeastern territory and connecting at various points 
with trunk lines. The rates to many of these junction 
points are affected by the requirements placed upon such 
lines by Fourth Section Order No. 3866. During the origi- 
nal hearings herein the testimony was in the main di- 
rected toward justification of the practices of the rate- 
making lines, and little testimony was devoted to the 
condition of these various short roads. " 

The Alabama, Tennessee & Northern Railway runs 
from Reform to Calvert, Ala., 112 miles. It connects at 
Reform with the Mobile & Ohio, intersects the Alabama 
Great Southern and the Southern at York and connects 
with the Southern at Calvert. 

The Apalachicola Northern Railroad runs from River 
Junction to Apalachicola, Fla., on the Gulf of Mexico, 
a distance of 80 miles. It connects with the Louisville 
& Nashville, the Atlantic Coast Line, the Seaboard Air 
Line and boat lines on the Apalachicola River at River 
Junction, Fla., and with boat lines at Apalachicola. 

The Atlanta & Saint Andrews Bay Railway runs from 
Dothan, Ala., to Panama City, Fla., 82 miles. It connects 
with the Atlantic Coast Line and the Central of Georgia 
at Dothan; intersects the Louisville & Nashville at. Cot- 
tondale, and connects with boat lines on Saint Andrews 
Bay at Panama City. 

The Augusta Southern Railroad runs from Augusta 
to Tennille, Ga., 83 miles. It connects at Augusta with 
the Georgia & Florida, the Georgia Railroad, the Charles- 
ton & Western Carolina, the Southern Railway, the 
Atlantic Coast Line and the Central of Georgia. It in- 
tersects the Georgia & Florida at Keysville, the Sanders- 
ville Railroad at Sandersville, and connects with the 
Savannah & Northwestern, the Wrightsville & Tennille 
and the Central of Georgia at Tennille. 


The Birmingham & Atlantic Railroad extends from 
Pell City to Talladega, Ala., 22 miles. It connects at 
Pell City with the Seaboard Air Line and the Southern, 
and at Talladega with the Louisville & Nashville, the 
Atlanta, Birmingham & Atlantic, and the Southern. 


The Birmingham, Columbus & St. Andrews Railroad 
runs from Chipley to Southport, Fla., 38 miles. It 
connects with the Louisville & Nashville at Chipley and 
with boat lines on St. Andrews Bay at Southport. 


The Birmingham & Southeastern Railway extends 
from Union Springs to Eclectic, Ala., 48 miles: It in- 
tersects the Seaboard Air Line at Fort Davis, the Central 
of Georgia at Union Springs, and the Western of Ala- 
bama at Milstead, Ala. 


The Chattahoochee Valley Railway extends from 
Standing Rock, Ala., 17 miles to West Point, Ga. It 
connects with the Atlanta, Birmingham & Atlantic at 
Standing Rock and with the Atlanta & West Point and 
_Western of Alabama at West Point. 

The Chicago, Memphis & Gulf Railroad extends from 
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Dyersburg, Tenn., 52 miles to Hickman, Ky. It connects 
at Dyersburg with the Illinois Central and the Birmingham 
& Northwestern, and at Hickman with the Nashville, 
Chattanooga & St. Louis. 

The Fernwood & Gulf Railroad extends from Fern- 
wood to Kokomo, Miss., 32 miles. It connects at Fern- 
wood with the Illinois Central and intersects the New 
Orleans Great Northern at Tylertown, Miss. 

The Fitzgerald, Ocilla & Broxton Railroad extends 
from Broxton to Osierfield, Ga., 14 miles. It connects 
at Broxton with the Georgia & Florida and at Osierfield 
with the Atlanta, Birmingham & Atlantic. 

The Flint River & Northeastern Railroad extends 
from. Pelham, Ga., to Ticknor, Ga., 23 miles. It connects 
at Pelham with the Atlantic Coast Line and at Ticknor 
with the Georgia Northern. 

The Florida Central Railroad extends from Thomas- 
ville, Ga., 47 miles, to Fanlew, Fla. It connects at Thom- 
asville with the Atlantic Coast Line and the Atlanta, 
Birmingham & Atlantic, and intersects the Seaboard Air 
Line at Capitola, Fla. 

The Gainesville Midland Railway extends from Athens 
to Gainesville, Ga., 42 miles. It connects at Athens with 
the Seaboard Air Line, the Southern, the Georiga Rail- 
road and the Central of Georgia; intersects the Southern 
at Gainesville, the Seaboard Air Line at Winder, and 
connects with the Monroe Railroad at Monroe, Ga. 

The Georgia Coast & Piedmont Railroad extends from 
Brunswick to Collins, Ga., 98 miles. It connects at Bruns- 
wick with the Atlantic Coast Line, the Atlanta, Birming- 
ham & Atlantic, and the Southern, and at Darien, Ga., 
with boat lines on the Atlantic Ocean; intersects the 
Seaboard Air Line at Darien Junction, the Atlantic Coast 
Line at Ludowici, the Register & Glennville Railway at 
Glennville, Ga., and connects with the Seaboard Air Line 
and the Wadley Southern at Collins. 

The Georgia & Florida Railway extends from Au- 
gusta, Ga., to Madison, Fla., 250 miles, with branches 
from Vidalia to Millen, Ga., 53 miles; from Douglas to 
Barrows Bluff, Ga., 21 miles; from Nashville to Moultrie, 
Ga., 36 miles, and from Sparks, on the Moultrie branch, 
to Adel, 2 miles. This road connects with various trunk 
lines at Augusta, Ga.; intersects the Augusta Southern 
at Keysville; the Savannah & Northwestern at St. Clair, 
Ga.; the Central of Georgia at Midway, Ala.; the Wadley 
Southern at Swainsboro; the Central of Georgia at Wes- 
ley; the Seaboard Air Line and the Macon, Dublin & 
Savannah at Vidalia; the Central of Georgia at Millen; 
the Savannah, Augusta & Northern at Garfield, Ga., and 
various other lines at Madison, Fla., and Stillmore, Hazel- 
hurst, Douglas, Willacoochee, Nashville, Valdosta, Adel, 
Sparks, Moultrie and Broxton, Ga. 

The Georgia, Florida & Alabama Railway extends 
from Richland, Ga., 182 miles to Carrabelle, Fla., on the 
Gulf of Mexico. It connects with the Seaboard Air Line 
at Richland; the Central of Georgia at Cuthbert and 
Arlington; the Atlantic Coast Line at Bainbridge; the 
Seaboard Air Line at Tallahassee and Quincy, Fla., and 
with boat lines on the Gulf of Mexico at Carrabelle. 

The Georgia Northern Railway extends from Boston 
to Albany, Ga., 67 miles. It connects with various trunk 
lines at Albany; intersects the Gulf Line at Bridgeboro, 
Ga.; the Atlanta, Birmingham & Atlantic and the Georgia 
& Florida at Moultrie; the Atlantic Coast Line at Bos- 
ton, and the Flint River & Northeastern at Ticknor. 

The Georgia Southwestern & Gulf Railroad extends 
from Cordele to Albany, Ga., 35 miles. It connects with 
the Atlantic Coast Line, the Seaboard Air Line, the Cen- 
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tral of Georgia, and the Georgia Northern at Albany, and 
with the Atlanta, Birmingham & Atlantic; the Georgia 
Southern & Florida; and the Seaboard Air line at Cordele. 

The Greene County Railroad extends from Monroe to 
Apalachee, Ga., 20 miles. .It connects with the Central 
of Georgia at Apalachee and with the Monroe Railroad 
at Monroe. 

The Hawkinsville & Florida Southern Railway ex- 
tends from Hawkinsville to Camilla, Ga., 96 miles. It 
connects with various lines at Hawkinsville; intersects 
the Seaboard Air Line at Pitts; the Atlanta, Birmingham 
& Atlantic at Double Run; the Georgia Southern & 
Florida at Worth and at Ashburn; the Atlantic Coast 
Line at Sylvester; the Georgia Northern at Bridgeboro; 
and the Atlantic Coast Line at Camilla. 

The Hawkinsville & Western Railroad extends from 
Hawkinsville to Perry, Ga., 23 miles. It connects with 
various lines at Hawkinsville and with the Central of 
Georgia at Perry. . 

The Kentwood & Eastern Railway extends from Kent- 
wood to Hackley, La., 30 miles. It intersects the Illinois 
Central at Kentwood and the New Orleans Great Northern 
at Warnerton, La. 

The Liberty-White Railroad extends from Tylertown 
to Liberty, Miss., 49 miles. -It connects with the New 
Orleans & Great Northern at Tylertown and intersects 
the Illinois Central at McComb, Miss. 

The Macon & Birmingham Railway extends from 
Macon to La Grange, Ga., 105 miles. It connects with the 
Central of Georgia, the Southern, and various other lines 
at Macon; intersects the Georgia Southern & Florida at 
Sofkee, Ga.; the Southern at Culloden and Yatesville, 
Ga.; the Central of Georgia at Thomaston; the Southern 
and the Atlanta, Birmingham & Atlantic at Woodbury; 
ihe Central of Georgia at Harris; and connects with the 
Atlanta & West Point and the Atlanta, Birmingham & 
Atlantic at La Grange. 

The Macon, Dublin & Savannah Railroad extends 
from Macon to Vidalia, Ga.; 93 miles. It connects with 
various lines at Macon, the Wrightsville & Tennille at 
Dublin, the Wadley Southern at Rockledge, and the 
Georgia & Florida and the Seaboard Air Line at Vidalia. 

The Marianna & Blountstown Railroad extends from 
Marianna to Scotts Ferry, Fla., 42 miles. It connects 
with the Louisville & Nashville at Marianna and with 
boat lines at Blountstown and Scotts Ferry. 

The Meridian & Memphis Railway extends from 
Union to Meridian, Miss., 33 miles. It connects with the 
Mobile & Ohio and various other lines at Meridian and 
with the New Orleans, Mobile & Chicago at Union. 

The Natchez, Columbia & Mobile Railroad extends 
from Norfield to Tilton, Miss., 30 miles. It connects with 
the Illinois Central at Norfield and the New Orleans 
Great Northern at Tilton. 

The Ocilla Southern Railroad extends from Rochelle 


to Nashville, Ga., 62 miles. “It connects with the Sea-- 


board Air Line at Rochelle, intersects the Seaboard Air 
Line and the Atlanta, Birmingham & Atlantic at Fitz- 
gerald, the Seaboard Air Line at Ocilla, the Atlantic 
Coast line at Alapaha, and the Georgia & Florida at 
Nashville. 

The Pascagoula-Moss Point Northerm Railroad ex- 
tends from Evanston to Pascagoula, Miss., 42 miles. It 
connects with the New Orleans, Mobile. & Chicago at 
Evanston and the Louisville & Nashville at Pascagoula. 

The Register & Glennville Railway extends from 
Register to Glennville, Ga., 39 miles. It connects with 
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the Central of Georgia at Register, intersects the Sea- 
board Air Line at Hagan and Claxton, Ga., and connects 
with the Georgia Coast & Piedmont at Glennville. 

The Savannah & Northwestern Railway extends from 
Savannah to St. Clair, Ga., 109 miles. It connects with 
various trunk lines and steamer lines at Savannah, the 
Sylvania & Girard at Sylvania, the Central of Georgia 
at Waynesboro, and the Georgia & Florida at St. Clair. 

The Savannah & Statesboro Railway extends from 
Cuyler to Statesboro, Ga., 33 miles, and the Savannah, 
Augusta & Northern Railway extends from Statesboro to 
Stevens Crossing, Ga., 39 miles. This line connects with 
the Seaboard Air Line at Cuyler; the Central, of Georgia 
at Statesboro, and the Georgia & Florida at Garfield 
and Stevens Crossing. 

The South Georgia Railway extends from Adel to 
Hampton Springs, Ga., 83 miles. It connects with the 
Georgia, Southern & Florida and the Georgia & Florida 
at Adel; the Valdosta, Moultrie & Western at Morven, 
Ga.; the Atlantic Coast Line at Quitman; the Seaboard 
Air Line at Greenville, Fla., and the Atlantic Coast Line 
and various other lines at Perry, Fla. 

The Sylvania & Girard Railroad extends from Syl- 
vania to Rocky Ford, Ga., 15 miles. It connects with the 
Central of Georgia at Rocky Ford and the Sylvania & 
Northwestern at Sylvania. 

The Tennessee, Alabama & Georgia ‘Railroad ex- 
tends from Chattanooga, Tenn., to Gadsden, Ala., 92 miles. 
It connects with the Nashville, Chattanooga & St. Louis 
and various other lines at Chattanooga; the Central of 
Georgia at Conchat, Ga.; the Southern at Round 
Mountain, Ala., and the Louisville & Nashville and va- 
rious other lines at Gadsden. 

The Valdosta, Moultrie & Western Railroad extends 
from Valdosta to Moultrie, Ga., 42 miles. It connects 
with the Atlantic Coast Line and various other lines at 
Valdosta; intersects the South Georgia Railway at Mor- 
ven, Ga., and connects with the Atlanta, Birmingham & 
Atlantic, the Georgia & Florida, and the Georgia North- 
ern at Moultrie. ; 

The Wadley Southern Railway extends from Wadley 
to Rockledge, Ga., 37 miles, and from Wadley to Collins, 
Ga., 53 miles. It connects with the Central of Georgia 
at Wadley; the-Georgia & Florida at Swainsboro; the 
Central of Georgia: at Stillmore; the Seaboard Air Line 
and the Georgia Coast & Piedmont at Collins; the Cen- 
tral of Georgia at Adrian, and the Macon, Dublin & 
Savannah at Rockledge. q 

The Wrightsville & Tennille Railroad extends from 
Tennille to Hawkinsville, Ga., 77 miles. Another division 
extends from Dublin to Eastman, Ga., 31 miles. It con- 
nects with the Central of Georgia at Tennille and Brew- 
ton; the Macon, Dublin & Savannah at Dublin; the 
Southern at Empire and Eastman, and the Southern and 
various other lines at Hawkinsville. 


The situation as to many of these short lines is 
illustrated by that of the Georgia Coast & Piedmont 
Railroad, which extends from Brunswick to Collins, Ga., 
98 miles. Collins ts on the Seaboard Air Line, 61 miles 
west of Savannah. Whatever rates are made by ocean 
and rail from New York via Savannah to Collins must 
be met by the lines through Brunswick. The distance 
from Brunswick to Collins is 37 miles greater than from 
Savannah, but the rate that may be charged is deter- 
mined by the distance from the nearest port, which is 
Savannah. It is 40 miles from Brunswick and 42 miles 
from Savannah to Darien Junction via the Seaboard Air 


os 
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Line. It is 57 miles from Brunswick and 42 miles from 
Savannah to Ludowici via the Atlantic Coast Line. The 
Georgia Coast & Piedmont therefore finds its rates at its 
threé main junction points limited by the rates of its 
much stronger competitors. This line asks to be author- 
ized to continue via its line to its Junction points the 
same rates that are applied thereto by its competitors, 
and to continue higher rates, made on combinations on 
the junction points, to its local stations. 

Another illustration is the Valdosta, Moultrie & West- 
ern Railroad. This line extends from Valdosta to Moul- 
trie, Ga., 42 miles. It connects at Valdosta with the 
Atlantic Coast Line and at Moultrie with the Atlanta, 
Birmingham & Atlantic. It finds its rates from eastern 
cities, Ohio River Crossings, and Mississippi River cross- 
ings at its termini, which are its most important stations, 
controlled by its trunk line connections. This line asks 
authority to continue to route traffic over its line via 
Moultrie to Valdosta and via Valdosta to Moultrie while 
continuing higher rates, made by combination on junction 
points, to its intermediate local stations. 

The main line of the Georgia & Florida Railway ex- 
tends from Augusta, Ga., to Madison, Fla., nearly parallel 
to the Atlantic coast. Between these two points it inter- 
sects the following east-and-west lines: At Midville the 
Central of Georgia; at Vidalia the Seaboard Air Line; 
at Willacoochee the Atlantic Coast Line; at Valdosta the 
Atlantic Coast Line; and at Madison the Seaboard Air 
Line. At all of these junction points its rates from east- 
ern cities, from Ohio River crossings and from Missis- 
sippi River crossings are controlled by its above-men- 
tioned competitors. This railroad asks to be authorized 
to continue to accept traffic from its connections at its 
various junction points and to carry it through inter- 
mediate higher-rated local points to destination on its 
own line or on the lines of its connections. 

It is earnestly represented that these several short 
roads intersecting the main lines are not in a position 
to observe at their local stations the same scale of rates 
that is observed by their trunk line connections. The 
Commission has not had an opportunity to investigate 
the conditions existing on each of these several short 
roads. 

We are of the opinion that they should be author- 
ized to continue to meet at their junction points the rates 
which are established at such points by their trunk line 
connections and to continue for two years higher rates 
to intermediate local stations, provided that the present 
differences between the rates to the intermediate stations 
on these short roads and the rates to the trunk line 
junction points on which rates to said intermediate points 
are made are not increased. Those reaching Panama 
City and Carrabelle, Fla., Darien, Ga., Blountsville, Fla., 
and other points on navigable waters should be author- 
ized to continue lower rates to such points than to inter- 
mediate stations. 

The opinion and order of the Commission in Board 
of Trade of Morristown vs. A. C. L. R. R. Co., 24 I. C. 
C., 372 [The Traffic World, July 20, 1912, p. 133], denied 
the carriers authority to continue lower rates from New 
York City and related points to Knoxville than to Morris- 
town. The report concerning Fourth Section Violations 
in the Southeast and Fourth Section Order No. 3866 were 
silent as to rates to Chattanooga and points intermediate 
thereto, which are violative of the long-and-short-haul 
clause. At the present time the rates to Chattanooga are 
materially lower than to points intermediate thereto. The 
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carriers propose, however, to correct the rates from New 
York City ard related points to Chattanooga, Tenn.; 
Rome and Dalton, Ga.; and Harriman, Tenn., both all 
rail and ocean and rail, via Norfolk, so that the rates 
made to Chattanooga, Harriman, Rome, and Dalton will 
not be exceeded at intermediate points. At the present 
time the all-rail rates are the same as the ocean-and-rail 
rates from New York to all stations on the Southern Rail- 
way, Bristol to Chattanooga, and to all points on the Ala- 
bama Great Southern Railroad, Chattanooga to Birming- 
ham, while to points east of that line the all-rail rates 
exceed the ocean-and-rail rates, in cents per 100 pounds, 
by— 

3 ‘ 8 A. =. eo. 2 
9 8 6 5 5 5 5 5 
The carriers propose to establish all-rail rates to points 
on the Southern Railway between Bristol and Chatta- 
nooga, the differentials above named higher than the 
ocean-and-rail rates, while to points west of Chattanooga 
the proposed all-rail and ocean-and-rail rates are the 


ar 
= 
no 
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game. 


Fourth Section Order No. 3866 authorized the car- 
riers to continue lower rates from New York to Memphis 
than to intermediate points, providing that the rates to 
intermediate points between Chattanooga and Memphis 
are not affected by combination on one of these points 
are not increased. The present rates to Huntsville, De- 
catur, Florence, Sheffield, and Tuscumbia, Ala., on the 
Memphis division of the Southern Railway. are lower 
than to intermediate points east of Chattanooga. These 
points in Alabama are all on or contiguous to the 
Tennessee River. The carriers desire to make certain 
changes in the rates to these points, some of which are 
advances and some reductions. The effect of the changes 
is to make the rates to these points harmonize more 
nearly with the rates to other contiguous points. The 
carrying of two parallel lines of rates to Chattanooga 
and points east thereof, the all-rail rates being fixed 
differentials higher than the water-and-rail rates, and the 
discontinuance of the differentials to points west of 
Chattanooga has the effect of producing lower all-rail 
rates to points in the Decatur group than to Chattanooga 
and points east of Chattanooga. The effect of the estab- 


‘lishment of the proposed schedule of rates is to correct 


all existing violations ofthe fourth section in the water- 
and-rail rates from eastern cities to the entire Hhe of the 
Southern Railway from Bristol to .Memphis, with the 
single exception of Memphis, to which point Fourth Sec- 
tion Order No. 3866 authorizes lower rates than to inter- 
mediate points. - The all-rail rates, however, will, as 
stated, be lower to points immediately west of .Chatta- 
nooga than to Chattanooga. For this we see no adequate 
reason. The order heretofore made will be so modified 
as to permit the necessary changes in the rates to points 
in the decatur group, but the request for authority to 
maintain lower all-rail rates to points in that group than 
to Chattanooga and points east thereof will be denied. 


Fourth Section Order No. 3866 denied the carriers 
operating from Chicago, St. Louis, and the Ohio River 
cities to Jackson, Miss., authority to continue lower rates 
from those points of origin to Jackson than to inter- 
mediate points on direct routes. The direct routes from 
Cairo, Chicago, and St. Louis are via the Illinois ‘Central 
through Fulton and Jackson, Tenn., and Grenada, Miss. 
The distance from Cairo to Jackson via this route is 
372 miles. The Illinois Central also has a route from 
Cairo to Jackson via Memphis, Tenn., 380 miles in length, 
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and thé Illinois Central together with the Yazoo & Missis- 
sippi Valley Railroad have three routes via Memphis, 
393, 397, and 402 miles in length, respectively. These 
carriers ask to be relieved from the requirements of the 
order in regard to the routes from Memphis via the 
Yazoo & Mississippi Valley and to be permitted to con- 
tinue higher rates to points on this railway north of 
Jackson than to Jackson. The routes through Memphis 
over the Yazoo & Mississippi Valley are from 21 to 30 
miles longer than the direct route of the Illinois Central. 
The traffic density on these lines is materially less than 
on the Illinois Central. It is tor operating purposes ad- 
vantageous to route some of the traffic from Memphis, 
Cairo and points north thereof over the Yazoo & Missis- 
sippi Valley. It is represented that the Yazoo & Missis- 
sippi Valley can not afford to apply the same rates to 
the points north of Jackson as are applied by the [Illinois 
Central. The present rates from the points of origin 
named to destinations on the Yazoo & Mississippi Val- 
ley north of Jackson are usually, but not invariably, 
made by combinations on Memphis and are materially 
higher than are the rates to Jackson. 2 

We are of the opinion that the Yazoo & Mississippi 
Valley should be authorized to continue for two years 
after the effective date of the order in this case the same 
rates from Memphis, Cairo, and other points north’ there- 
of to Jackson that are maintained by the direct line of 
the Illinois Central, and to continue higher rates to inter- 
mediate points between Memphis and Jackson, provided 
the rates to these points are so corrected as to not ex- 
ceed the rates for like distances shown in the scale pre- 
scribed herein. 

In the report concerning Fourth Section Violations in 
the Southeast the opinion is expressed that rates from 
Louisville to Brunswick may be continued lower than 
to intermediate points, provided the rates to intermediate 
local stations between Montgomery ‘and Brunswick are 
not increased. In adjusting the rates to points between 
Montgomery and Brunswick the carriers are correcting 
all. violations of the fourth section which exist in these 
rates one as against another, except that the proposed 
rates to Bainbridge will be less than to certain inter- 
mediate points east of Montgomery. The rates to that 
part of the line between the Chattahoochee River and 
Bainbridge, Ga., from Louisville and Cincinnati are— 


CUNGee - tsa. 50% 1 2 3 ie ee ak ee ee ee ee 
Present rate..140 120-105 88 73 60 45 51 39 33 68 77 69 
Proposed rate.141 124 111 92 76 61 46° 67 36 32 70 74 64 
Increasés .... 1 + ee ers Bs a Be Si 
Reductions .. .. + Saal ‘. 2 a 38 5 


It is noted that the changes proposed in the rates to 
these stations are partly reductions and partly increases. 
The resulting rates, however, correspond closely to the 
average rates shown for 650 miles in the prescribed 
scale. The distance from Louisville to the Chattahoochee 
River via this route is 630 miles, and to Bainbridge it is 
665 miles. The average distance, therefore, from Louis- 
ville to the destination points involved is 648 miles. The 
proposed rates to these stations correspond more nearly 
with the proposed rates to contiguous points than do the 
rates applicable at the present time. We are of the 
opinion that these carriers should be authorized to es- 
tablish the scale of rates proposed from Louisville and 
other Ohio River crossings to these stations. 

By Fourth Section Order No. 3866 the carriers are 
authorized to continue class and commodity rates from 
Cincinnati, Ohio; Louisville, Ky.; Cairo, Mll.; St. Louis, 
Mo.; and Chicago, Ill., to New Orleans, La.; Mobile, Ala.; 
Pensacola, Fla.; Gulfport, Miss.; and Tampa, Fla., and 
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points contiguous thereto to which rates from _ the 
originating points named are made by combination on 
the above-named destinations which are lower than rates 
concurrently applicable on like traffic to intermediate 
stations under certain provisions. One of these provi- 
sions is: 

That on the routes named in the report from Cairo to New 

Orleans, Mobile and Pensacola the rates to stations between 
Jackson and New Orleans, between Meridian and Mobile, and 
between Mobile and Pensacola affected by combination on one of 
the above-named points do not exceed such combination, and 
the rates to stations not so affected are not increased. 
Similar provisions are named in the order as to the rates 
from St. Louis and Chicago. These provisions haye the 
effect of restraining the carriers from increasing rates 
from Cairo, St. Louis, or Chicago to any points between 
Jackson and New Orleans or between Meridian and 
Mobile except to points to which rates are now made by 
combination on Jackson, Meridian, Mobile, or New Or- 
leans. On the route from Cairo to New Orleans the rates 
to Byram, Miss., the first station shown in the report 
south of Jackson, Miss., are— 


RUNES sandy tec bee sak ae 1 2 3 4 5 6 
Pee Léebies ous ss 89 72 60 51 43 £38 


1 3 4 5 6 
PRMOD 6553 of wicesh ay code 83 72 60 51 42 37 


The rates applicable to classes 2, 3, and 4 are the 
same to Byram as to Jackson. Should the carrier seek 
to correct the departures from the fourth section by mak- 
ing some increases in the rates to Jackson new de- 
partures from the fourth section are thus brought about 
by the continuance of the Jackson rates or. rates approxi- 
mating thereto to Byram and other points. We are of the 
opinion that the portions of the order above described 
should be so modified as to permit a realignment of the 
rates from Cairo, St. Louis, and Chicago to Jacksom and 
Meridian and points north and south thereof with the pro- 
viso that the rates to points south of Jackson and Meri- 
dian shall not exceed the rates for like distances shown 
in the scale above. 

By Fourth Section Order No. 3866 carriers are au- 
thorized to continue class and commodity rates from 
Cairo, Ill.; Louisville, Ky.; Cincinnati, Ohio; St. Louis, 
Mo.; and Chicago, fll., to Memphis, Tenn.; Greenville, 
Vicksburg, and Natchez, Miss., and points contiguous 
thereto to which the rates, from the above-named points 
or origin are made by combination on the destinations 
named which are lower than the rates concurrently appli- 
cable on like traffic to intermediate stations provided: 
~” ‘That on the routes named in the report from Cairo, Cincin- 
nati, Louisville, St. Louis and Chicago to Memphis the rates to 
points affected by combination on Memphis do not exceed such 


combination and the rates to intermediate points not so affected 
are not increased. 


The effect of these provisions is to prevent the car- 
riers from increasing any rates from the points of origin 
named to points intermediate to Memphis. There are 
certain discrepancies and irregularities in the rates to 
points intermediate to Memphis which should be cor- 
rected. Some of the rates to junction points are lower 
than to local points intermediate thereto. The carriers 
should, in the realignment of these rates, correct all these 
discrepancies. We are of the opinion that this portion 
of the order should be so modified as to permit a realign- 
ment of rates to these points, with the proviso that the 
rates named in the prescribed scale for like distances 
should not be exceeded. 

In the realignment of the rates from Cairo and other 
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points to Meridian and Jackson, Miss., and other points 
in the same territory, it is proposed to establish rates to 
stations on the Alabama & Vicksburg Railroad between 
Jackson and Meridian certain differentials higher than 
to Jackson and Meridian. The differentials proposed are: 
7 ene .- 2:° 3 - 4 S$ 2 ho Oo See 
PEED 6c eS OB Re FP OE BOB CUR SE EOS 
There are a number of routes from Chicago, St. Louis, 
Cairo, Evansville, Louisville, and Cincinnati to Jackson 
and Meridian. The rates via all of the direct routes to 
both points of destination named will accord with the 
requirements of the fourth section. Carriers operating 
indirect routes from St. Louis, Cairo, and Evansville, to 
Jackson carry the traffic through Meridian and on routes 
from the same points of origin to Meridian; the indirect 
routes carry the traffic through Jackson. From the points 
of origin named the indirect routes are more than 15 
per cent longer than the direct routes. From Chicago, 
Cincinnati, and Louisville, however, the indirect routes 
to Jackson passing through Meridian and to Meridian 
passing through Jackson are not 15 per cent longer than 
the direct routes. There is a fixed relationship between 
the rates from all of these originating points to the 
destinations in this territory. The carriers desire to 
maintain this relationship to these destinations, which 
can not be done under the requirements of the order 
without blanketing these stations with the Jackson-Meri- 
dian rates. The relationship seems to be a proper one 
and to rest upon geographical reasons: We are of the 
opinion that the carriers operating routes from Chicago, 
St. Louis, and the Ohio River crossings should be au- 
thorized to continue the same rates to Jackson and Meri- 
dian that are maintained to these points by the direct 
lines, and to continue rates to points between Jackson 
and Meridian, the differentials above named, higher than 
the rates concurrently applicable to Jackson and Meri- 
dian. 





SUPPLEMENTARY FOURTH SECTION ORDER 


NO. 3866. 

It is ordered, That Fourth Section Order No. 3866 be, 
and the same is hereby, amended to read as follows: 

It is further ordered, That the petitioners herein be, 
and they are hereby, authorized to continue their pres- 
ent class and commodity rates from New York to Charles- 
ton, S. C. Savannah and Brunswick, Ga.; Jacksonville, 
Fla.; New Orleans, La.; Mobile, Ala.; and Pensacola, Fla., 
and to other stations contiguous thereto to which rates 
from New York are made by combination on the above- 
named points of destination, which are lower than the 
rates concurrently applicable on like traffic to inter- 
mediate stations: Provided, That the rates to interme- 
diate local stations which have not been depressed by 
combination on contiguous competitive points are not in- 
creased. 

It is further ordered, That the petitioners herein 
be, and they are hereby, authorized to continue class and 
commodity rates from New Orleans, La., to Charleston, 
S. C.; Savannah and Brunswick, Ga.; Tampa and Jack- 
sonville, Fla., and to stations contiguous thereto to which 
rates from New Orleans are made by combination on the 
above-named points of destination, which are lower than 
the rates concurrently applicable on like traffic to inter- 
mediate points: Provided— 

First. That on the route to Charleston des¢ribed in 
the report the rates to points between Augusta and 
Charleston not affected by combination on either Charles- 
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ton or Augusta are not increased, and the rates to points 
between Augusta and Charleston, which are made by 
combination on these points, do not exceed such com- 
bination. 

Second. That on or before April 1, 1915, on the route 
to Savannah named in the report, the rates to stations 
west of Helena, Ga., are so corrected as not to exceed 
the rates to Helena, and the rates to stations east of 
Helena are corrected to be no higher than 5 per cent in 
excess of the rates to Helena, and in no case exceed 
the combination on Savannah. 

Third. That on or before April 1, 1915, on the route 
to Brunswick named in the report the rates to stations 
west of Homerville, Ga., are so corrected that they do 
not contravene the provisions of the fourth section, one 
as against another, and in no case exceed the rates over 
two-line hauls for like distances shown below, and east 
of Homerville in no case exceed the combination on 
Brunswick. 

Fourth. That on or before April 1, 1915, on the route 
to Jacksonville named in the report, the rates to stations 
west of Lee, Fla., are so corrected that they do not con- 
travene the provisions of the fourth section, one as 
against another, and in no case exceed the rates over 
two-line hauls for like distances shown below, and rates 
to stations east of Lee do not exceed the combination 
on Jacksonville. 

Fifth. That on the route named in the report to 
Tampa, Fla., the rates to stations between Jacksonville 
and Tampa not affected by combination on either of 
these points are not increased, and the rates to stations 
between Jacksonville and Tampa which are made by 
combination on either Jacksonville or Tampa do not ex- 
ceed such combination. 

It is further ordered, That the petitioners herein be, 
and they are hereby, authorized to continue class and 
commodity rates from Louisville, Ky., and Cincinnati, 
Ohio, to Charleston and Port Royal, S. C., Savannah and 
Brunswick, Ga., and Jacksonville, Fla., and points con- 
tiguous thereto to which rates from Cincinnati and Louis- 
ville are made by combination on the above-named des- 
tination points which are lower than the rates con- 
currently applicable on like traffic to intermediate sta- 
tions: Provided— 

First. That on the route named in the report from 
Louisville to Charleston the rates to stations between 
Augusta and Charleston affected by combination on either 
of these points do not exceed such combination and the 
rates to other stations not so affected are not increased. 

Second. That on the route named in the report from 
Cincinnati to Charleston the rates to stations between 
Columbia and Charleston, S. C., affected by combina- 
tion on one of these points do not exceed such combina- 
tion and the rates not so affected are not increased. 

Third. That on the route named in the report from 
Louisville to Port Royal the rates to stations between 
Augusta and Port Royal affected by combination on one 
of these points do not exceed such combination and 
the rates to stations not so affected are not increased. 


Fourth. That on the route named in the report from 
Cincinnati to Port Royal the rates to stations between 
Augusta and Port Royal affected by combination on one 
of these points shall not exceed such combination and 
the rates to stations not so affected are not increased. 

Fifth. That on or before April 1, 1915, on the route 
named in the report from Louisville to Savannah the 
rates to stations west of Helena are so corrected that 
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they do not exceed the rates to Helena, and the rates 
to stations east of Helena. do not exceed the rates to 
Helena by more than 5 per cent and in no case exceed 
the combination on Savannah. 

Sixth. That on the route named in the report from 
Cincinnati to Savannah the rates to stations between 
Columbia, S. C., and Savannah affected by combination 
on one of these points shall not exceed such combination 
and that the rates to stations not so affected are not 
increased. 

Seventh. That on or before April 1, 1915, on the 
route named in the report from Louisville to Brunswick 
the rates to stations between Montgomery and Dupont, 
Ga., except Bainbridge, Ga., are so corrected as to avoid 
departures from the long-and-short-haul clause, and rates 
to stations east of Dupont are not higher than the com- 
bination on Brunswick. 

Highth. That on or before April 1, 1915, on the route 
named in the report from Cincinnati to Brunswick the 
rates to stations between Macon, Ga., and Helena, Ga., 
are so corrected that they do not exceed the rates to 
Helena, and the rates to stations south of Helena do not 
exceed the rates to Helena by more than 5 per cent and 
in no case exceed the combination on Brunswick. 

Ninth. That on or before April 1, 1915, on the route 
named in the report from Louisville to Jacksonville the 
rates to stations between River Junction, Fla., and Wel- 
born, Fla., are so corrected as to avoid violations of the 
long-and-short-haul clause and to be not higher than the 
rates over two-line hauls for like distances shown below, 
and the rates to stations east of Welborn do not exceed 
the combination on Jacksonville. 

Tenth. That on the route named in the report from 
Cincinnati to Jacksonville the rates to stations between 
Jesup, Ga., and Jacksonville do not exceed the combina- 
tion upon either Brunswick or Jacksonville. 


It is further ordered, That the petitioners herein be, 
and they are hereby, authorized to continue class and 
commodity rates from Cincinnati, Ohio, Louisville, Ky., 
Cairo, Ill., St. Louis, Mo., and Chicago, Ill., to New Or- 
leans, La., Mobile, Ala., Pensacola, Fla., Gulfport, Miss., 
and Tampa, Fla., and points contiguous thereto to which 
rates from originating points named are made by com- 
bination on the above-named destinations, which are 
lower than the rates concurrently applicable on like 
traffic to intermediate stations: Provyided— 

First. That on the routes named in the report from 
Cairo to New Orleans, Mobile, and Pensacola the rates 
to stations between Jackson and New Orleans, between 
Meridian and Mobile, and between Mobile and Pensacola 
affected by combination on one of the above-named points 
do not exceed such combination, and the rates to sta- 
tions not so affected do not exceed the rates for like dis- 
tances shown below. 

Second. That on the routes named in the report, 
Louisville to New Orleans, Mobile, Pensacola, and Tampa, 
the’ rates to stations between Montgomery and Pen- 
sacola, between Montgomery and Mobile, between’ Mobile 
and New Orleans, and between Jacksonville and Tampa 
affected. by combination on one of the above-named points 
of destination do not exceed such combination, and the 
rates to stations not so affected are not increased. 


Third. That on the routes named in the report, St. 
Louis to New Orleans and -Pensacola, the rates to sta- 
tions between Jackson. and New Orleans and between 
\fobile. and. Pensacola affected: by combination on one 
of the above-named points: of destination do not exceed 
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such combination, and the rates to stations not so affected 
do not exceed the rates for like distances shown below. 

Fourth. That on or before April 1, 1915, on the route 
named in the report, St. Louis to Mobile, the rates to 
stations between Meridian and Mobile are so corrected 
that they do not exceed the rates for one-line hauls of 
like distances shown below. 

Fifth. That on the routes named in the report, Cin- 
cinnati to Mobile, New Orleans, Pensacola, and Tampa, 
the rates to stations between Montgomery and Pensa- 
cola, between Montgomery and Mobile, between Mobile 
and New Orleans, and between Jacksonville and Tampa 
affected by combination on one of the above-named points 
do not exceed such combination, and the rates to sta- 
tions not so affected are not increased. 

Sixth. That on the routes named in the report, 
Chicago to New Orleans, Mobile, and Pensacola, the rates 
to stations between Jackson and New Orleans, between 
Meridian and Mobile, and between Montgomery and Pen- 
sacola affected by combination on one of the above- 
named points of destination do not exceed such combina- 
tion, and the rates to stations not so affected do not ex- 
ceed the rates for like distances shown below. 

It is further ordered, That the petitioners herein be, 
and they are hereby, authorized to continue class and 
commodity rates from Cairo, Ill., Louisville, Ky., Cin- 
cinnati, Ohio, St. Louis, Mo., and Chicago, Ill., to Mem- 
phis, Tenn, Greenville, Vicksburg, and Natchez, Miss., 
and points contiguous thereto to which rates from the 
above-named points of origin are made by combination 
on the destinations named which are lower than the rates 
concurrently applicable on like traffic to intermediate sta- 
tions: Provided— : 

First. That on the routes named in the report from 
Cairo, Cincinnati, Louisville, St. Louis, and Chicago to 
Memphis the rates to points affected by combination on 
Memphis do not exceed such combination and the rates 
to intermediate points not so affected do not exceed the 
rates for like distances shown below. 


Second. That on the routes named in the report 
from Cincinnati to Vicksburg, Greenville, and Natchez 
the rates to stations affected by combination on one of ~ 
the above-named points of destination do not exceed 
such combination and the rates to intermediate points 
not so affected do not exceed the rates for like distances 
shown below. — . 


Third. That on the routes named in the report from 
Cairo, Louisville, St. Louis, and Chicago to Greenville, 
Vicksburg, and Natchez the rates to stations affected by 
combination on the above-named points of destination 
do not exceed such combination, and on or before April 
1, 1915, the rates to intermediate stations not so affected 
are so corrected as to not exceed the rates over one- 
line hauls for like distances shown below. 

It is further ordered, That the petitioners herein be, 
and they are hereby, authorized to continue class and 
commodity water-and-rail rates from New York City to 
Augusta, Ga., Memphis, Tenn., Macon, Milledgeville, 
Hawkinsville, Dublin, and Columbus, Ga., Eufaula, Mont- 
gomery, Selma, Demopolis, and Tuscaloosa, Ala., and to 
points to which rates are made by combination on the 
above named points of destination which are lower than 
the rates concurrently applicable on like traffic to inter- 
mediate stations: Provided— 

First. That on or before April 1, 1915, on the route 
named in the report, New York to Augusta, the rates to 
stations between Savannah and Augusta are so corrected 
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as to not exceed the rates for two-line hauls for like 
distances shown below. j 4 

Second. That on the route named in the report, New 
York to Memphis, the rates to stations between Chatta- 
nooga and Memphis affected by combination on Memphis 
shall not exceed such combination and the rates to sta- 
tions not so affected are so corrected as to eliminate 
existing violations of the long-and-short haul clause. 

Third. That on or before April 1, 1915, on the routes 
named in the report, New York to Macon, Milledgeville, 
Hawkinsville, and Dublin, the rates to stations between 
Savannah, on the one hand, and Macon, Milledgeville, 
Hawkinsville, or Dublin, on the other, are so corrected 
that they do not exceed the rates over two-line hauls for 
like distances shown below. 

Fourth. That on the route named in the report, New 
York to Columbus, the rates. to stations Everett, Ga., to 
Schatulga, Ga., are not increased. 

Fifth. That on or before April 1, 1915, on the route 
to Montgomery named in the report the rates to sta- 
tions east of Hurtsboro, Ala., are so corrected as not to 
exceed the present rates to Hurtsboro and the rates to 
stations between Hurtsboro and Montgomery are so cor- 
rected as to not exceed the rates to. Hurtsboro by more 
than 5 per cent. 

Sixth: That on the route named in the report from 
New York to Selma the rates to stations between Mont- 


gomery and Selma affected by combination on one of: 


these points shall not exceed such combination, and the 
rates to stations not so affected are not increased. 

Seventh. That on or before April 1, 1915, on the 
route named in the report from New York City to De- 
mopolis the rates to stations between Selma and De- 
mopolis are so corrected that they do not exceed the 
rates to Demopolis by more than 20, 18, 15, 13, 11, and 
10 cents per 100 pounds on classes 1 to 6. 

It is further ordered, That applications of the peti- 
tioners herein for authority to continue lower rates on 
classes and commodities from New York City to Albany, 
Ga., than the rates concurrently applicable on like traffic 
to intermediate stations be, and the same are hereby, 
denied, effective April 1, 1915. 

It is further ordered, That petitioners herein be, and 
they are hereby, authorized to continue rates on classes 
and commodities from New Orleans, La., to Augusta, Ga., 
and to points contiguous thereto to which rates from New 
Orleans are made by combination on Augusta, which are 
lower than the rates concurrently applicable on like 
traffic to intermediate points: Provided— 


That on the reute named in the report, New Orleans 
to Augusta, the rates to stations between Atlanta and 
Augusta affected by combination on one of these points 
do not exceed such combination, and the rates to stations 
not so affected are not increased. 

It is further ordered, That the applications of the 
petitioners herein for authority to continue lower rates 
from New Orleans, La., to Montgomery and Selma, Ala., 
and to Macon, Columbus, and Albany, Ga., than to inter- 
mediate points be, and the same are hereby, denied, 
effective April 1, 1915. 

It is further ordered, That petitioners herein be, and 
they are hereby, authorized to continue class and com- 
modity rates from Cincinnati, Ohio, and Louisville, Ky., 
to Augusta, Macon, and Columbus, Ga., and to Mont- 
gomery and Selma, Ala., and to points contiguous thereto 
to which rates from Cincinnati and Louisville are made 
by combination on the above-named points of destina- 
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tion, which are lower than the rates concurrently appli- 
cable on like traffic to intermediate points: Provided— 

First. That on the route, Cincinnati to Augusta, 
named in the report the rates to stations between Spar- 
tanburg, S. C., and Augusta not affected by combination 
on Augusta are not increased, and the rates to stations 
affected by combination on Augusta do not exceed such 
combination. 

Second. That on or before April 1, 1915, on the route 
from Louisville to Augusta named in the report the rates 
to stations between Atlanta and Augusta are so cor- 
rected that they do not exceed the rates over two-line 
hauls of like distances shown below. 

Third. That on or before April 1, 1915, on the route 
named in the report, Cincinnati to Macon, the rates to 
stations between Atlanta and Macon are so corrected 
that they do not exceed the rates over two-line hauls of 
like distances shown below. 

Fourth. That on or before April 1, 1915, on the route 
named in the report from Louisville to Macon the rates 
to stations between Columbus and Macon are so aligned 
that they do not contravene the provisions of the fourth 
section and do not exceed the rates over two-line hauls 
of like distances shown below. 

Fifth. That on or before April 1, 1915, on the route 
from Cincinnati to Columbus named in the report, the 
rates to stations between McDonough and Columbus are 
so corrected that they do not exceed the rates over 
two-line hauls of like distances shown below. 

Sixth. That on or before April 1, 1915, on the route 
named in the report, Louisville to Columbus, the rates 
to stations between Birmingham and Columbus are so 
corrected that they do not exceed the rates over two- 
line hauls of like distances shown below. 

Seventh. That on or before April 1, 1915, on the 
route named in the report, Cincinnati to Montgomery, the 
rates to stations between Atlanta and West Point are 
so corrected that they do not exceed the rates over 
two-line hauls of iike distances shown below. 


Eighth. That on the route named in the report, 
Louisville to Montgomery, the rates to stations between 
Calera, Ala., and Montgomery affected by combination 
on Montgomery shall not exceed such combination, and 
the rates not so affected are not increased. 

Ninth. That on or before April 1, 1915, on the route 
named in the report from Cincinnati to Selma the rates 
to gtations between Birmingham and Maplesville, Ala., 
are.so corrected as to not exceed the present rates to 
Maplesville, and the rates to stations between Maples- 
ville and Selma are so corrected that they do not exceed 
the rates over two-line hauls of like distances shown 
below. 


Tenth. That on the route named in the report, Louis- 
ville to Selma, the rates to stations between Montgomery 
and Selma unaffected by combinations on those points 
are not increased, and the rates to stations so affected 
do not exceed such combination. 

It is further ordered, That the authority sought by 
petitioners to continue class and commodity rates from 
Cincinnati, O., and Louisville, Ky., to Albany, Ga., and 
Chattanooga, Tenn., which are lower than the rates con- 
currently applicable on like traffic ‘to intermediate points 
be, and the same is hereby, denied, effective April 1, 1915. 

ic is further ordered, That petitioners herein be, and 
they are hereby, authorized to continue water-and-rail 
rates on classes and commodities from New York to 
Rome, Ga., Birmingham, Ala., and to Meridian and Jack- 
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son, Miss., and to points contiguous thereto to which 
rates are made by combination on these points, which 
are lower than the rates concurrently applicable on like 
traffic to intermediate stations: Provided— 

First. That on or before April 1, 1915, on the route 
named in the report, New York to Rome, the rates to 
stations between Atlanta and Rome are so corrected that 
they do not exceed the rates over two-line hauls of like 
distances shown below. » 

Second. That on or before April 1, 1915, on the route 
named in the report, New York to Meridian, the rates 
from New York to stations on the Alabama Great South- 
ern Railroad between Birmingham and Meridian are so 
corrected as to not exceed the rates over two-line hauls 
of like distances shown below. 

Third. That on or before April 1, 1915, on the route 
named in the report, New York to Jackson, the rates to 
stations on the Alabama & Vicksburg Railway between 
Meridian and Jackson are so corrected that the rates to 
stations between Meridian and Newton do not exceed 
the present rates to Newton and the rates to stations 
between ivewton and Jackson do not exceed the rates 
to Jackson by more than 12, 11, 10, 9, 9 and 8 cents 
per 100 pounds on classes i to 6. 

Fourth. That on the route named in the report, 
New York to Birmingham, the rates to stations between 
Atianta and Birmingham that are affected by combina- 
tion on Atlanta or Birmingham shall not exceed such 
combination, and the rates to stations not so affected 
are not increased. 


Ic is further ordered, That the applications of peti- 
tioners for authority to continue lower class and com- 
modity rates from New York to Atlanta, Athens and 
Cordele, Ga., via Norfolk and the south Atlantic ports, 
and from New York to Meridian and Jackson, Miss., via 
New Oneans, La., and Mobile, Ala., than the rates con- 
currently applicable on like traffic to intermediate sta- 
tions via the routes named in the report be, and the 
same are hereby, denied, effective April 1, 1915. 


It is further ordered, That petitioners herein be, and 
they are hereby, authorized to continue lower class and 
commodity rates from New Orleans to Birmingham, Ala., 
via the route named in the report than the rates con- 
currently applicable on like traffic to intermediate points; 
provided, that the rates from New Orleans to stations 
between Montgomery and Birmingham which are affected 
by combination on those points do not exceed such com- 
bination, and the rates to stations not so affected are 
not increased. 


It is further ordered, That the applications of peti- 
tioners herein to continue lower rates on classes and 
commodities from New Orleans, La., to Atlanta, Athens, 
Cordele and Rome, Ga., than the rates concurrently ap- 
plicable on like traffic to intermediate points via the 
routes described in the report be, and the same are 
hereby, denied, effective April 1, 1915. 


It is further ordered, That the applications of peti- 
tioners herein for authority to continue lower class and 
commodity rates from Cincinnati and Louisville to At- 
lanta, Athens, Rome and Cordele, Ga., Birmingham, Ala., 
and Meridian and Jackson, Miss., and from Cairo, IIl., 
St. Louis, Mo., and Chicago, IIll., to Meridian and Jackson, 
via routes named in the report, than the rates concur- 
rently applicable on like traffic to intermediate points 
be, and the same are hereby, denied, effective April 1, 
1915. 


It is further ordered, That carriers operating routes 
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from Cincinnati through territory on and west of the 
line formed by the Central of Georgia Railway, Birming- 
ham, ala., to Columbus, Ga., and the Chattahoochee River, 
Columbus to Apalachicola, Fla., to points east of the 
line above described, and carriers operating routes from 
Louisville and other lower Ohio River crossings through 
territory east of the said line to points west of such 
line be, and they are hereby, authorized to continue 
such departures from the requirements of the fourth 
section as may be necessary to preserve the existing 
relationship between the rates from Cincinnati, O., on. 
the one hand and the lower Ohio River crossings on the 
other to the territories east’and west of the line above 
described. 

It is further ordered, That the Alabama, Tennessee 
& Northern Railroad Co.; Apalachicola Northern Rail- 
road Co. and L. H. Dimmitt, receiver thereof; Atlanta 
& St. Andrews Bay Railway Co.; Augusta Southern Rail- 
road Co.; Birmingham & Atlantic Railroad Co.; Birming- 
ham, Columbus & St. Andrews Railroad Co. and A. D. 
Campbell, receiver thereof; Birmingham & Southeastern 
Railway Co.; Chattahoochee Valley Railway Co.; Chi- 
cago, Memphis & Gulf Railroad Co.; Fernwood & Gulf 
Railroad Co.; Fitzgerald, Ocilla & Broxton Railroad Co. 
and E. T. Lamb, receiver thereof; Flint River & North- 
eastern Railroad Co.; Florida Central Railroad Co. and 
R. A. McCranie, receiver thereof; Gainesville Midland 
Railway; Georgia Coast & Piedmont Railroad Co.; Georgia 
& Florida Railway; the Georgia, Florida & Alabama 
Railway Co.; Georgia Northern Railway Co.; Georgia 
Southwestern & Gulf Railroad Co.; Greene County Rail- 
road Co.; Hawkinsville & Florida Southern Railway Co.; 
Hawkinsville & Western Railroad Co.; Kentwood & East- 
ern Railway Co.; Liberty-White Railroad Co.; Macon & 
Birmingham Railway Co. and John B. Munson, receiver 
thereof; Macon, Dublin & Savannah Railroad Co.; Mari- 
anna & Blountstown Railroad Co.; Meridian & Memphis 
Railway; Natchez, Columbia & Mobile Railroad Co.; 
Ocilla Southern Railroad Co.; Pascagoula, Moss Point & 
Northern Railroad Co.; Register & Glennville Railway; 
Savannah & Northwestern Railway; Savannah & States- 
boro Railway Co.; South Georgia Railway Co.; Sylvania 
& Girard Railroad Co.; Tennessee, Alabama & Georgia 
Railroad Co.; Valdosta, Moultrie & Western Raitroad 
Co. and B. P. Jones, C. I. Harrell and A. L. Davis, re- 
ceivers thereof; Wadley Southern Railway Co., and 
Wrightsville & Tennille Railroad Co. be, and they are 
hereby, authorized to continue for two years via the 
lines named the same rates from New York City and 
related points and the Ohio and Mississippi River cross- 
ings to and via their junctions with other lines as are 
concurrently effective to the same points via the lines 
of their competitors, and to continue higher rates to 
intermediate local stations on the lines named above; 
provided, that the present differences between the rates 
to local and junction points are not increased. 

It is further ordered, That the Yazoo & Mississippi 
Valley Railroad Co. be, and it is hereby, authorized to 
continue the same rates from Memphis, Tenn., and points 
north and west thereof to Jackson, Miss., via their lines 
that are concurrently effective from and to the same 
points via the Illinois Central Railroad and to continue 
for two years from the effective date of this order higher 
rates to intermediate points; provided that on or be- 
fore April 1, 1915, the rates to intermediate points are 
so corrected as to not exceed the rates for like distances 
shown below. 
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It is further ordered, That carriers operating routes 
from Ohio River crossings or points north thereof to 
Meridian, Miss., via Jackson, Miss., or to Jackson via 
Meridian be, and they are hereby, authorized to estab- 
lish and maintain the same rates to Jackson and Me- 
ridian as are concurrently effective at the same points 
via direct lines, and to continue rates to points between 
Meridian and Jackson the following differentials higher 
than to Jackson or Meridian: , 


CRO vas ccedas yc Ga 8 62 Scckh A B C.D 2B BF 
Differentials ... 3 ee ae oe”. a ae, oe. oe 


The rates described herein as maxima to be _ ob- 
served at intermediate points are: 


ES ca chase od dctiecte & Td 0e Oh aheln 1 2 3 + 5 6 
300 miles: : 

a Ba i te 96 84 69 63 51 45 

Two or more lines........ 106 92 79 66 56 47 
350 miles: 

ii ttn 05a a ie tance 103 89 73 69 55 47 

Two or more lines........ 110 95 84 69 58 48 
400 miles: 

DP sas oskubedss ocecee ae 95 77 69 58 49 

Two or more lines........ 112 98 87 72 60 49 
450 miles: 

STO 655 dateadansi owe 115 98 80 69 59 51 

Two or more lines........ 116 ~- 100 89 74 62 51 
500 miles: 

Ce SN saat ieee sae eks eth 116 99 83 70 60 51 

Two or more lines........ 120 104 92 76 64 52 
550 miles: 

NE aE di ae irk G eon a 117 100 85 72 61 52 

Two or more lines........ 128 112 99 83 69 56 
600 miles: 

ee ae BO oe 118 102 86 74 63 53 

Two or more lines........ 131 114 101 85 70 58 
650 miles: 

Me “olive Vedewccecbaor 123 106 89 78 66 56 

Two or more lines........ 137 118 106. .90 74 60 
700 miles: 

Se NR: oad ta dnied oo canes 128 110 94 82 70 59 

Two or more lines........ 142 126 113 94 80 66 
750 miles: 

FE er ee 133 114 98 86 73 62 

Two or more lines........ 147 130 118 98 84 69 
IN ait ba de sine ei. ocits A B cS D E H F 
300 miles: 

RR SND: 0 ois Ss imans soe 38 38 31 25 46 55 52 

Two or more lines.... 40 44 32 26 52 56 55 
350 miles: 

ere 40 41 33 26 50 58 55 

Two or more lines.... 41 44 34 27 52 59 57 
400 miles: 

4 eee 41 43 34 27 51 59 57 

Two or more lines.... 42 44 35 27 54 60 57 
450 miles: 

DEEN trkpdaseeates 2 41 44 34 28 52 60 60 

Two or more lines.... 42 44 35 28 55 62 60 
500 miles: 

SE dad aid db bGa cto 41 45 34 29 53 62 60 

Two or more lines.... 42 46 35 29 56 64 62 
550 miles: 

SD ciwthtemeen cease 43 46 35 30 54 64 64 

Two or more lines.... 43 48 37 31 59 68 64 
600 miles: 

CEG na tn chines cit 44 47 36 30 56 64 64 

Two or more lines.... 44 49 38 32 62 71 66 
650 miles: 

8 eer 45 49 37 32 59 67 66 

Two or more lines.... 47 51 40 33 66 74 68 
700 miles: 

iene nen ad eae 47 51 38 33 63 69 70 

Two or more lines.... 50 53 43 35 68 17 71 
750 miles: 

We. ME acdeececetcss 49 54 39 34 70 73 73 

Two or more lines.... 53 56 45 36 74 80 73 


Note.—In applying the above scale to ocean-and-rail rates 
from New York and Philadelphia the following differentials may 
be added to the rates shown in the scale: 


CE ee ccass SS 3 4 i £28 2 3 Ee 2B 
Deena oe OSE; esd) 8 Sat EES 

And it is further ordered, That in all those instances 
covered by this report and order where carriers have 
been authorized to maintain lower class and commodity 
rates to more distant than to intermediate points, items 
in tariffs containing commodity rates to more distant 
points, which rates are not made applicable to inter- 
mediate points, shall ‘contain and refer by proper ref- 
erence mark to a note reading as follows: 


The rate named in this item is not applicable to all inter- 
mediate points. This departure from the requirements of the 
Fourth Section is authorized bv T. C. C.’s Fourth Section Order 
No. 2866. Upon reasonable application therefor a rate will be 
established to any intermediate point upon one day’s notice to 
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the Commission and to the public, which will not exceed the 
rate to the next more distant point to which a rate is named 
by more than the class rate on the class to which this com- 
modity belongs exceeds the rate on the same class to the more 
distant point. 


LESS CARLOAD FREIGHT RECONSIGN- 
MENT PRIVILEGES 


1. AND S&S. NO. 434 (32 I. C. C., 85-86) 


Submitted June’ 19, 1914. Decided Oct. 6, 1914. 


Proposed withdrawal by respondents of the privilege of recon- 
signment of less-than-carload freight west of Albuquerque 
and —— N. M., found to be justified. Order of suspension 
vacated. 


E. W. Camp for Atchison, Topeka & Santa Fe Rail- 
way Co. : 
F. A. Jones for Arizona: Corporation Commission. 


Report of the Commission. 


McCHORD, Commissioner: 

The Atchison, Topeka & Santa Fe Railway Co. and 
other respondent carriers, by tariff, I. C. C. No. 6591, 
effective Nov. 10, 1913, applying generally on their lines 
between Chicago and the Pacific coast, authorize re- 
consignment of less-than-carload freight under the follow- 
ing rule: 


Reconsignment or change of destination of less-than-carload 
shipments will be allowed on basis of through rate from origi- 
nating or intermediate basing point to destination or inter- 
mediate basing point without extra charge, when orders are re- 
ceived prior to arrival of shipment at destination, provided re- 
consignment causes no back or out-of-line haul. 


By subsequent tariff of the same carriers, designated 
as “Santa Fe system,” I. C. C. No. 6738, filed to be- 
come effective April 20, 1914, it is proposed to 
withdraw the reconsignment privilege west of Albu- 
querque and Belen, N. M. Upon protest by the Arizona 
corporation commission this tariff was suspended by this 
Commisison until Aug. 18, 1914, and later the suspension 
was continued until Feb. 18, 1915. 

At the hearing respondents submitted evidence to the 
effect that when the rule was originally published it 
was not the intention that the reconsigning privilege 
should apply west of Albuquerque and Belen and that 
the failure to so provide was due to a mistake. It was 
testified that no reason exists for reconsignment of less- 
than-carload freight west of Albuquerque and Belen, be- 
cause of the absence of competitive conditions in that 
section of the country such as exist east of those points. 
Respondents further showed that the manner in which 
less-than-carload freight is handled makes it difficult and 
expensive to effect reconsignment or diversion in transit, 
especially where a shipment has to be transferred from 
one car to another. 

The Santa Fe lines publish through rates for the 
transportation of various kinds of fruit and vegetables 
from Los Angeles and other California points to points 
in Arizona. In some instances these through rates are 
higher than the aggregates of the intrastate rates from 
the points of origin to Vidal, Cal., a station on the Cadiz- 
Wickenburg branch of the Santa Fe near the California- 
Arizona state line, and the interstate rates thence to 
Parker. and other Arizona points on that branch. The 
record shows that merchants at the Arizona points, with 
a view to having their California shipments move under 
combinations of these intrastate and interstate rates, first 
consign the shipments to Vidal under the intrastate 
rates, and then reconsign them to destination under the 
interstate rates. It appears that by the use of these 
methods, on the theory that they are authorized by the 
rule in question, the lawfully published through rates 
have been defeated in a number of instances. To avoid 
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trouble growing out of these abuses of the recorsigning 
privilege, and because the privilege was never intended 
to apply west of Albuquerque and Belen, respondents 
seek to modify the rule as proposed in the suspended 
tariff. The protest upon which the suspension was made 
is predicated upon the theory that under the rule in 
question merchants at Parker and at other points simi- 
larly situated are entitled to have their California ship- 
ments freconsigned at Vidal as a means to secure the 
application of the intrastate rates to that point and the 
interstate rates beyond, notwithstanding the published 
through rates applicable to such shipments. We find in 
the rule no warrant for such method of procedure. The 
practice is not within the reason or intendment of the 
rule. This is demonstrated by the rule itself. It is only 
on basis of the “through rate” that reconsignment is 
provided for, and there is no possible construction 
whereby the rule may be held to justify a practice the 
sole purpose of which is to defeat the through rate, as 
shown by the record in this case. 

It does not appear that any lines other than those 
of the Santa Fe system publish reconsigning privileges 
applicable to less-than-carload freight in the territory in 
question. As above stated, the Santa Fe lines never 
contemplated the use of such privileges west of Albu- 
querque and Belen, and it is not seriously claimed that 
undue discrimination will result to anyone from the pro- 
posed modification of the rule. 

Upon the facts of record we are of the opinion and 
find that respondents have justified the withdrawal of 
the reconsignment privilege west of Albuquerque and 
Belen as proposed in the suspended tariff, and the order 
of suspension will be vacated as of Nov. 15, 1914. 





ORDER. 

It is ordered, That the orders of the Commission here- 
tofore entered in this proceeding suspending the opera- 
tion of said schedule be, and they are hereby, vacated 
and set aside as of Nov. 15, 1914. 

It- is further ordered, That a copy hereof be forth- 
with served upon the carriers respondent herein, parties 
to said schedule, and that a copy hereof be filed with 
said schedule in the office of the Commission. 


INCREASE ON COFFEE REASONABLE 


l. & S. NO. 413 (32 I. C. C., 90-92) 

COFFEE FROM NEW ORLEANS, LA:, MOBILE, ALA., 
AND PENSACOLA, FLA. TO JACKSONVILLE, 
FLA, AND OTHER POINTS. 


Submitted July 25, 1914. Decided Oct. 6, 1914. 


Proposed increased rate on coffee from New Orleans, La., Mo- 
bile, Ala., and Pensacola, Fla., to Jacksonville, Fla., and 
other points found reasonable and order of suspension 
vacated. 


John A. Smith for New Orleans Board of Trade. 
H. S. Kealhofer for Jacksonville Board of Trad. 
Edward D. Mohr for Louisville & Nashville Rail- 
road Co. 
Report of the Commission. 


BY THE COMMISSION: 

The commodity rates on green coffee, in double 
sacks, any quantity, to Jacksonville, Fla., and points 
grouped therewith are as follows: From New Orleans, 
La., 35 cents per 100 pounds; from Mobile, Ala. 30 
cents per 100 pounds, and from Pensacola, Fla., 26 cents 
per 100 pounds. By supplement 10 to M. P. Washburn’s 
tariff, I. C. C. No. 108, filed to become effective April 1, 
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1914, the carriers seek to withdraw these rates, which 
would leave applicable to the commodity in question 
the fifth-class rates, as follows: From New Orleans, 44 
cents; from Mobile, 39 cents, and from Pensacola, 35 
cents. Upon protest of the New Orleans Board of 
Trade these increases were suspended until July 30, 
1914, and later further suspended until Jan. 30, 1915. 
The rates from Mobile and Pensacola appear to be paper 
rates, no traffic moving under them, and bear a fixed 
relation to the rates from New Orleans. The rates 
from New Orleans will therefore be taken as typical 
of the rates from the other two points, and in the fur- 
ther discussion of the case only the rates from New 
Orleans will be dealt with. 

New York City and New Orleans are the primary 
coffee markets in this country, and are the only ports 
on the Atlantic side through which this commodity is 
imported in considerable quantities. The largest im- 
portation of coffee is from Brazil. The ocean rates 
from Brazilian ports to New York and New Orleans 
are said to be the same. Mexican -coffee, of which 
there is also a large movement, is usually imported 
through New Oreans. 


The 35-cent rate, which is the equivalent of the 
sixth-class rate, was established in December, 1902, upon 
the request’ of various coffte dealers through the New 
Orleans Board of Trade. Prior to that time the rate 
was 44 cents, or fifth class. The rate on coffee from 
New York to Jacksonville via coastwise steamship lines 
at the time the commodity rate of 35 cents from New 
Orleans was established was 18 cents, the same as the 
sixth-class rate. This rate was subsequently advanced 
to 22 cents, the fifth-class rate. 


Respondents assert that the 35-cent rate was estab- 
lished for the purpose of entering into active competi- 
tion with the lines from New York and of building up 
a business that would justify the reduction. They claim, 
however, that the experiment has been a total failure, 
and submit in support of their contention an estimate 
of the movement for the year ending April, 1914. It is 
estimated that there moved from New Orleans to Jack- 
sonville, and points the rates to which are based there- 
on, but 132,616. pounds, or the equivalent of 321 ship- 
ments averaging 421 pounds each. That practically all 
consignments from New Orleans to this territory were 
emergency shipments was admitted by protestant. Prot- 
estant asserts that the advantage enjoyed by New York 
of 13 cents per 100 pounds, or about one-eighth of a 
cent per pound, is such as to make it practically im- 
possible for New Orleans to compete for the Florida 
trade, and it contends that the present rate should be 
reduced instead of increased. 


Coffee moves under fifth-class rates from New Or- 
leans to practically all points, both common and local, 
in the southeastern territory, there being some excep- 
tions, however, where competitive conditions exist which 
necessitate the use of commodity rates; but even in 
these cases the proposed rate, by comparison, is shown 
to be relatively low. 


In Fourth Section Violations in the Southeast, 30 
I. C. C., 153 [The Traffic World, May 16, 1914, p. 943], 
the Commission found that the rates from New Orleans 
to Jacksonville were below the level of rates for like 
constructive distances to competitive and non-competi- 
tive points in southeastern territory, and that they were, 
in fact, subnormal. Respondents contend that the pres- 
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ent rate is unreasonably low and constitutes a menace 
to rates to other southeastern points. They assert that 
it is practically impossible for New Orleans to sell 
coffee in southeastern territory, as New York has 
greater advantages for marketing it, and that New Or- 
leans could compete successfully with New York only in 
case a rate were published from New Orleans to Jack- 
sonville approximately the same as the rate of the al- 
water lines from New York. This, they contend, would 
be an abnormal adjustment, and one impossible to main- 
tain; also that it would precipitate a rate war between 
the rail° lines serving New Orleans and the water lines 
serving eastern cities and create complications that 
would not arise under the present or proposed adjust- 
ment. ' 

Protestant submitted comparisons of certain rates 
on coffee from New Orleans to interior points for the 


purpose of showing that the proposed rate would be 


unreasonable. Respondents assert | that the basis for 
the rates to these points was established on account of 
the relation of the New York market to the New Or- 
leahs market in competing for the traffic moving to 
this territory. Protestant also made comparison of the 
rates from New Orleans to Jacksonville on sugar, any 
quantity, of 24 cents, and on rice, in carloads, of 23 
cents and in less than carloads of 28 cents, with the 
rates on coffee,-and contends that the differences in 
these rates are not justified. The respondents in an- 
swer to this contention state that the conditions gov- 
erning the movement of rice and sugar from New Or- 
leans to Jacksonville are dissimilar; that there is a 
heavy movement of this traffic, and that the rates were 
forced down by active competition between the rail 
lines and the water lines for business moving from New 
Orleans. They assert that these conditions do not 
exist as to coffee, there being no competition between 
the rail and the water lines out of New Orleans for 
this traffic. 

Upon all the facts of record, we find that the car- 
riers have justified the proposed increased rates. An 
order will be entered vacating the orders of suspension 
thereof. 





ORDER. 


It is ordered, That the orders of the Commission 
heretofore entered in this proceeding suspending the 
operation of said schedule be, and they are hereby, 
vacated and set aside as of Dec. 1, 1914. 


It is further ordered, That a copy hereof be forth- 


with served upon M. P. Washburn, agent, and upon the 
carriers respondent herein parties to said schedule, and 
that a copy hereof be filed with said schedule in the 
office of the Commission. 


ANTHRACITE COAL RATES 


CASE NO. 6653 (32 I. C. C., 87-89) 
SCHRAGER COAL CO. VS. DELAWARE, LACKA- 
WANNA & WESTERN RAILROAD CO. ET AL. 
Submitted July 6, 1914. Decided Oct: 6, 1914. 


Carload rates on anthracite coal from Schrager’s washery, near 
Taylor, Pa., to tidewater points in New Jersey, found un- 
reasonable to the extent they exceed the rates to same 
points from Taylor. Reparation awarded. 


John C. Hinckley and Robert D. Jenks for com- 
plainant. 
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J. L. Seager for Delaware, Lackawanna & Western 
Railroad Co. 
Report of the Commission. 


McCHORD, Commissioner: 

The complainant attacks as unreasonable and un- 
justly discriminatory rates on anthracite coal from its 
plant to points of destination on the Central Railroad 
of New Jersey. Reparation in the sum of $6,250.44, with 
interest from June 1, 1913, is claimed. 

The single question involved is whether complain- 
ant’s ‘washery, which for commercial and railroad pur- 
poses generally has been included in the territory re- 
ceiving the benefit of the Taylor rate, should be required 
to pay the additional local rate from Old Forge, Pa., to 
Taylor, Pa., on shipments of anthracite coal to points 
at or near tidewater in New Jersey on the Central Rail- 
road of New Jersey. epee 

The business of complainant is to clean, sell and 
ship the refuse or small particles of anthracite coal 
which were formerly not utilized, but which are now 
valuable on account of the improved methods of prepara: 
tion and use. Its washery is located on the Bloomsburg 
division of defendant Delaware, Lackawanna & Western 
Railroad, between the stations of Old Forge and Taylor, 
about 2 miles from Old Forge station and 1 mile- from 
Taylor station. It is within the territorial limits of the 
borough of Old Forge, although it is situated much 
nearer to Taylor station than to Old Forge station, being 
only 600 feet from the Taylor yard limits. 

There are no through rates on anthracite coal from 
said Taylor to such destinations, which relation of rates 
Central Railroad of New Jersey. Defendant Central Rail: 
road of New Jersey published in connection with de- 
fendant Delaware, Lackawanna & Western Railroad its 
joint freight tariff naming rates on anthracite coal, in 
gross tons (I. C. C. A No. 201, effective May 24, 1911, 
and still in force), from Taylor (Delaware, Lackawanna 
& Western Railroad tracks), to Elizabethport, Lincoln, 
Plainfield, Jersey City and Chrome, N. J., $1.65; Newark 
and West Side Avenue, N. J., $1.70, and Keyport, N. J., 
$2.05. Defendant Delaware, Lackawanna & Western 
Railroad publishes a rate of 45 cents now in force for 
2,240 pounds on anthracite coal, applying from Old Forge 
to Taylor. : 

' Old Forge and Taylor take the same rates generally, 
being in one rate group on inbound and outbound ship- 
ments. When complainant established its washery the 
materials thereof were shipped to Taylor and took the 
Taylor rate, and cémplainant was under the impression 
that this rate would be applied to outbound shipments. 
In fact, shipments of coal involved in this controversy 
were first moved on the joint rate from Taylor to des- 
tination. Bills of lading and expense bills when first 
rendered to complainant indicated Taylor as the point 
of origin and the Taylor rate as the rate that would 
be applied. Subsequently bills were presented covering, 
in addition to the rate from Taylor, the above-mentioned 
local rate from Old Forge to Taylor of 45 cents a ton, 
which it was claimed by defendant was the only tariff 
rate that could be applied. 


Coal from the washery to Pennsylvania Railroad sta- 
tions takes the Taylor rate, but complainant’s washery 
is between Taylor and points of destination on that rail- 
road. Sibley colliery, which is also situated in Old 
Forge borough about a mile northwest of Taylor, and 
not quite as near to Taylor as complainant’s washery, 
enjoys the Taylor rate. We are unable to distinguish 
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differences of transportation circumstances and condi- 
tions between Sibley’s and Schrager’s. 

Defendants have not filed a brief. Their position, as 
we quote from the record, is as follows: 


Our doubt was whether we could lawfully apply the Taylor 
rates to the product of this washery, and the doubt in our mind 
was raised by the fact that this washery was not only without 
the usual limits from which Taylor rates would ordinarily apply, 
but also was in the borough of Old Forge. Now, in order to ar- 
rive at a determination, we agreed with the Schrager Coal Co. 
to put this matter before the Interstate Commerce Commission. 


Therefore, without other reason than the doubt of 
defendant Delaware, Lackawanna & Western Railroad 
that it could properly apply the Taylor rate, it imposed 
on complainant, under the circumstances and conditions 
set out above, the charge of 45 cents a ton in addition 
to its part of the division of the joint through rate, 
which the Commission in the case of the Marian Coal 
Co. vs. D., L. & W. R. R. Co., 24 I. C. C., 140 [The 
Traffic World, June 29, 1912, p. 1294], had fixed as a 
‘reasonable charge for shipments of anthracite coal from 
Taylor to tidewater. While Taylor is on the Central 
Railroad of New Jersey, the rates from Taylor to tide- 
water points on that road are joint rates of that line 
and the Delaware, Lackawanna & Western, the joint tariff 
of those lines providing that these rates shall apply from 
the tracks of the Delaware, Lackawanna & Western. 

We find that the rates charged by defendants on ship- 
ments of coal from complainant’s washery to tidewater 
points on the Central Railroad of New Jersey were, and 
for the future will be, unreasonable to the extent that 
they exceeded, or exceed, the joint rates of defendants 
contemporaneously maintained from the-tracks of the 
Delaware, Lackawanna & Western at Taylor to points at 
or near tidewater on the Central Railroad of New Jersey, 
and an appropriate order will be entered. 

The complainant will be expected to prepare a state- 
ment showing as to each shipment upon which repara- 
tion is claimed, the date of movement, point of origin, 
point of destinatioh, route, weight, car number and 
initials, rate charged and the amount of reparation 
claimed. This statement should be submitted, with the 
freight bills covering the same, to the defendants for 
verification by them. Upon receipt of a statement so 
prepared by complainant and verified by the defendants, 
together with the billing, the Commission will take the 
matter up with a view to the issuance of an order of 
reparation. 





ORDER. 

It is ordered, That the above-named defendants be, 
and they are hereby, notified and required to cease and 
desist, on or before Jan. 15, 1915, and thereafter to ab- 
stain, from charging, demanding, collecting or receiving 
their present rates for the transportation of anthracite 
coal from complainant’s washery, near Taylor, Pa., on 
the line of the Delaware, Lackawanna & Western Rail- 
road Co., to tidewater points on the Central Ratlroad of 
New Jersey, which said rates have been found in said 
report to be unreasonable. 

It is further ordered, That said defendants be, and 
they are hereby, notified and required to establish, on 
or before Jan. 15, 1915, upon notice to the Interstate 
Commerce Commission and to the general public by not 
Jess than 30 days’ filing and posting in the manner pre- 
scribed in section 6 of the Act to regulate commerce, 
and thereafter to maintain and apply to the transporta- 
tion of anthracite coal from complainant’s washery near 
Taylor, Pa., on the line of the Delaware, Lackawanna 
& Western Railroad Co., to tidewater points on the 
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Central Railroad of New Jersey, rates not in excess of 
those contemporaneously in effect over their lines from 
said Taylor to such destinations, which relation of rates 
is found in said report to be reasonable. 

And it is further ordered, That this order shall con- 
tinue in force for a period of not less than two years 
_from the date when it shall take effect. 


CEMENT’ RATES FROM MITCHELL, IND, 


1. & S. NO. 389 (32 I. C. C., 93-95) 


Submitted Aug. 11, 1914. Decided Oct. 13, 1914. 


1. A rate of 1le per 100 pounds on cement from Mitchell, Ind., 
to Memphis, ‘‘enn., established by a note to a tariff except- 
ing Mitchell from the application of a group rate of 14c as 
to shipments to Memphis was not canceled by a supplement 
to the tariff, which merely transferred Mitchell to a group 
taking a rate of 9c. ° 

2. The proposed increase 4n a rate on cement from Mitchell, Ind., 
to New Orleans, La., and New Orleans group points found 
to have been justified. 


A. P. Humburg for Illinois Central Railroad Co. and 
Yazoo & Mississippi Valley Railroad Co. 

Edward Barton for Baltimore & Ohio Southwestern 
Railroad Co. 

H. R. Kurrie for Chicago, Indianapolis & Louisville 
Railway Co. 

W. A. Northcutt for Louisville & Nashville Rail- 
road Co. 

R. Walton Moore for Southern Railway and Cin- 
cinnati, New Orleans & Texas Pacific Railway Co. 

Thomas Bond for St. Louis & San Francisco Rail- 
road Co. 

F. G. Wright for St. Louis, Iron Mountain & South- 
ern Railway Co. 

Frederick E. Paulson and Lorenz J. Dauback for 
Lehigh Portland Cement Co. 


Report of the Commission. 
CLARK, Commissioner: 

The schedules under investigation in this proceed- 
ing are published on page 4 of supplement No. 5 to 
Eugene Morris’ tariff, I. C. C. No. 411, filed to become 
effective Feb. 26, 1914, but suspended until Dec. 26, 1914. 

The original tariff, of which the suspended supple- 
ment is a part, became effective Oct. 1, 1913, and con- 
tained group rates on cement from various points in 
Central Freight Association territory to Memphis, Tenn., 
New Orleans, La., and points taking the same rates. 
By that tariff Mitchell, Ind., was placed in gtoup No. 3, 
known as the Indianapolis group, from which*a rate of 
14.5 cents applied to New Orleans. The rate to Mem- 
phis from points in that group, other than Mitchell and 
Lehman, Ind., was 14 cents, the rate from those two 
points being 11 cents. The exception of those points 
was -effected by the following note -appended to the 
group rate: 


(34) Rate from Lehman and Mitchell, Ind., only 11e per 100 
pounds; will not apply via St. L. I. M. & S. Ry. 


Points in group No. 2, known as the Vincennes 
group, took rates of 9 cents to Memphis and 12.5 cents 
to New Orleans. : 

By supplement No. 4 to this tariff, effective Jan. 
26, 1914, Mitchell was placed in the Vincennes group, 
but that supplement did not cancel note No. 34, quoted 
above. 

It is alleged that the changed grouping of Mitchell 
effected by supplement No. 4 was not authorized by 
respondents, and that they promptly insisted that the 
agent who issued the supplement should correct the 
mistake made in his office in publishing it. Before sup- 
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plement No. 4 became effective permission was sought 
to restore the old rates and groupings on less than 
statutory notice, and when this was denied supplement 
No. 5, here under suspension, was issued. If this sup- 
plement is permitted to become effective it will restore 
rates which had been maintained for several years prior 
to the time supplement No. 4 became effective. 

Of the rates involved the one in which protestants 
are especially interested is that from Mitchell to Men- 
phis. Protestants insist that the existing rate from 
Mitchell to Memphis is 9 cents, and that the suspended 
tariff, if it becomes effective, will increase this rate to 
11 cents; while respondents insist that the rate is now 
11 cents and that it will not be increased if the sus 
pended supplement becomes effective. Note No. 34, 
quoted above, excepted Mitchell from the application 
of group rates as to cement from that point to Memphis, 
and, therefore, the rate from Mitchell to Memphis was 
not affected by the transfer of Mitchell from the Indi- 
anapolis group to the Vincennes group by supplement 
No. 4. 
ve. I. C. R. R. Co. 16 IL. C. C., 315, 316 [The Trafiic 
World, May 29, 1909, p. 763]: 


The silence of a subsequent tariff with respect to rates law- 
fully in effect cannot be accepted as the lawful cancellation of 
the previous rates. 


The rate of 11 cents from Mitchell to Memphis was 
not canceled or changed by supplement No. 4 and will 
not be increased if the suspended supplement becomes 
effective. 

The only remaining question is whether or not re- 
spondents have justified the proposed increase in the 
rate from Mitchell to New Orleans and New Orleans 
group points. 

In support of their contention that they have justi- 
fied this proposed increase, respondents rely upon our 
report in Investigation and Suspension Docket No. 97 
(Unreported Opinion No. 671), cited with approval in 
Cement Rates from.Mason City, Ia., 30 I. C. C., 426, 428 
{The Traffic World, June 6, 1914, p. 1158], in which 
we.said: 


We are of opinion that in cases where it is clearly estab- 
lished, as in this case, that the suspen@ed tariff was issued for 
the purpose of correcting a clerical error in publication of 
another tariff, and for the purpose of restoring a schedule of 
rates which had been in existence for a number of years prior 
to the issuance of the erroneous tariff, the Commission should 
vacate its order of suspension and dismiss the proceeding of 
investigation. 


The transfer of Mitchell from the Indianapolis group 
to the Vincennes group was under consideration by the 
carriers for a long time prior to the publication of sup- 
plement No. 4, and some of the lines expressed their 
willingness to make the transfer. The southern lines 
generally consented to that change, provided they were 
granted relief from the long-and-short-haul rule of the 
fourth section. The Illinois Central did not consent to 
the proposed change. Upon request we granted tem- 
porary relief from the long-and-short-haul rule as to 
rates on cement from Mitchell to Memphis, New Or- 
leans and points taking the same rates. Those south- 
ern lines, however, which had conditionally consented to 
Place Mitchell upon the Vincennes basis did not regard 
the granting of relief for a limited period as a fulfill 
ment of the condition upon which they had consented to 
the transfer of Mitchell to the Vincennes group, and 
did not authorize their tariff agent to make the change. 
Supplement No. 4, placing Mitchell in the Vincennes 
group, was, however, issued. 

While we granted permission to respondents to 
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temporarily establish rates on cement from Mitchell to 
Memphis, New Orleans and points grouped therewith, 
the same as rates concurrently in effect from Vincennes 
without observing the long-and-short-haul rule of the 
fourth section, we cannot require them to establish or 
maintain rates which contravene that rule. Undé?F all 
the facts appearing of-record, we are of opinion that 
respondents have justified the proposed increased rates, 
and an order will be entered vacating the suspension as 
of Dec. 1, 1914. 





ORDER. 

It is ordered, That the orders of the Commission 
heretofore entered in this proceeding suspending the 
operation of said schedules be, and they are hereby, 
vacated and set aside as of Dec. 1, 1914. 

It is further ordered, That copies hereof be forth- 
with served upon Eugene Morris; agent, and upon the 
carriers respondent herein, parties to said schedules, 
and that copy hereof be filed with said schedules in the 
office of the Commission. 


GRAIN RATES FROM ST. PAUL 


1. & S. NO. 373 (32 I. C. C., 96-99) 


Submitted July 25, 1914. Decided Oct. 13, 1914. 


Proposed cancellation of joint rates for the transportation of 
grain from stations on the Great Northern Ry. in Minne- 
sota and Iowa to Kansas City, Mo., and points in Missouri, 
Kansas, Oklahoma and Colorado, found to be justified. 
Order of suspension vacated, 


John F. Finerty, Jr., for Great Northern Railway Co. 

F. H. Towner and F. S. Hollands for Chicago Great 
Western Railroad Co. 

Carl Giessow for St. Louis & San Francisco Rail- 
road Co. 

O. W. Dynes and J. G. Love for Chicago, Milwaukee 
& St. Paul Railway Co. 

W. F. Dickinson for Chicago, Rock Island & Pacific 
Railroad Co. 

Geo. E. Roe for Atchison, Topeka & Santa Fe Rail- 
way Co. : 

J. E. Johnston for Board of Trade of Kansas City. 

A, E. Helm for Public Utilities Commission of 
Kansas. 

J. H. Henderson and Dwight N. Lewis: for Iowa 
Board of Railroad Commissioners. 

James H. Sherman for Wichita Board of Trade. 

John A. Kuhn for Omaha Grain Exchange. 

Geo. Noll for Hutchinson Board of Trade. 

Geo. T. Bell for Sioux City Commercial Club. 


Report of the Commission. 


BY THE COMMISSION: 

This proceeding involves a proposed increase in 
the rates on grain in carloads from St. Paul and Minne- 
apolis, Minn., and from points on the Great Northern 
Railway in Minnesota and Iowa to Kansas City, Mo., 
and points in Missouri, Kansas, Oklahoma and Colorado. 
The present rates are joint rates, equal in most in- 
stances to the rates from the Kansas, Missouri, Okla- 
homa and Colorado destinations to Chicago, Ill. The 
rates to Kansas City apply via the Great Northern as 
far as Sioux City, Ia.; Chicago, Burlington & Quincy 
Railroad to St. Joseph, Mo.; and Atchison, Topeka & 
Santa Fe Railway beyond. The rates to the other 
points in question apply via the Great Northern as far 
as Sioux City; Chicago, Burlington & Quincy to St. 
Joseph or Kansas City, Mo.; and Atchison, Topeka & 
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Santa Fe Railway; Missouri, Kansas & Texas Railway; 
or St. Louis & -San Francisco Railroad beyond. All 
these rates are published by the lines south of the 
lower Missouri River crossings under concurrences of 
the northern lines. They are published specifically 
from St. Paul and Minneapolis, and, by the terms of 
the tariff, apply also from intermediate points. The 
increased rates were to become effective in January and 
February, 1914, but, upon the protests of various inter- 
ests who claimed they would be injuriously affected by 
the higher rates, the Commission suspended the opera- 
tion of the schedules until May 31, 1914, and by subse- 
quent orders until Nov. 30, 1914. 

Protestants are particularly interested in the rates 
on corn from stations on the Great Northern between 
Marshall, Minn., and Sioux City, Ia., inclusive. There 
was a drought in Kansas during the summer of 1913, 
and considerable quantities of corn have been bought 
at and shipped from the Great Northern stations in 
Minnesota and Iowa, from which the proposed rates 
would apply. The corn is used in Kansas principally 
for the feeding of stock. The shipping points on the 
Great Northern here involved are the nearest _ sources 
of supply, and protestants insist that the producing 
territory in that region be kept open to southwestern 
consumers. 


As above stated, the rates to Kansas City are ap- 
plicable via a route involving a three-line haul; that is, 
via the Great Northern, Chicago, Burlington & Quincy 
and Atchison, Topeka & Santa Fe. The cancelation of 
these rates would leave in effect via this particular 
route only the combinations of intermediate rates, which 
would be much higher. However, joint through rates 
are in effect via the two-line route of the Great Northern 
and Chicago, Burlington & Quincy to Kansas City, which 
are higher than those applicable via the three-line route 
referred to. This two-line route appears to be satis- 
factory to protestants, and they regard the higher 
through rates via this route to be, as a practical matter, 
the rates the reasonableness of which is in issue in this 
proceeding, instead of the combination rates which 
would result from the cancelation of the through rates 
via the three-line haul. This observation is true also 
as to the rates to points beyond Kansas City, which, 
as a matter of fact, base on Kansas City. 
therefore, in this report treat the existing joint 
rates via the Great Northern and Chicago, Burlington 
& Quincy route to Kansas City, and the rates to points 
beyond based thereon, as the rates the reasonable- 
ness of which is here in issue. The following table 
shows the rates, in cents per 100 pounds, at present in 
effect on corn, the rates which will result from the 
application of the rates via the two-line haul, to Kansas 
City and Wichita, using these points as representative 
of the general situation: 


To Kansas City. . To Wichita. 

Pres- Pro- In- Pres- Pro- In- 

From— ent. posed. crease. ent. posed. crease. 
Marshall, Minn. ...... 13.75 20.5 -75 30.5 9.5 
Pipestone, Minn. ..... 13.75 18.5 4.75 21 28.5 7.5 
Eigee; BO, - Si556di5s 13.75 17.5 3.75 21 27.5 6.5 
Sioux Center, Iowa .. 13.75 15.5 1.75 21 25.5 4.5 
eo 8. ae 13.75 14.22 47 21 24.22 3.22 


Respondents’ present rates from St. Paul and Min- 
neapolis to the destinations involved, as well as the 
rates of other carriers from the twin cities, are joint 
through rates, and for some years have been main- 
tained as maxima from intermediate points. The Great 
Northern asserts that the application of the twin cities’ 
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rates from intermediate points was not intentional. The 
distance from the twin cities to Kansas City: via the 
short line, which is the Chicago, Rock Island & Pacific 
Railway, is 497 miles; via the three-line route referred 
to, as to which the respondents herein propose to cancel 
the joint rates, the distance is 676 miles; and via the 
two-line route of the Great Northern and Chicago, Bur- 
lington & Quincy the distance is about 645 miles. To 
each of the points of destination, therefore, the distance 
via respondents’ lines is at least nearly 150 miles 
greater than via the short line. The present rates, as 
above stated, are published by the lines beyond Kansas 
City, and the Great Northern asserts that its traffic 
officials were not aware that the twin cities’ rates were 
being applied from intermediate points until their atten- 
tion was called to the unusually heavy movement of 
corn from these points to Kansas during 1913, which 
movement resulted from the drouth in Kansas above 
referred to. 

The Great Northern, in so far as the classes and 
most commodities are concerned, applies the twin cities’ 
rates from its intermediate points on traffic to the 
Southwest, but as its line in connection with the Chi- 
cago, Burlington & Quincy Railroad from Sioux City is 
about 150 miles longer than the short line, it does not 
feel justified in maintaining twin cities’ rates on grain 


‘from these stations, as they are regarded as exception- 


ally low. In this connection it is pointed out that the 
joint through rates in effect from these local stations 
on the Great Northern, via Sioux City in connection 
with the Chicago, Burlington. & Quincy to Kansas City, 
are considerably higher than the joint through rates 
which apply from the twin cities and intermediate points 
via the route of the Great Northern, Chicago, Burling- 
ton & Quincy, and Atchison, Topeka & Santa Fe through 
Sioux City and St. Joseph. Attention is called to the 
fact that the latter route involves a three-line haul, while 
the former is a two-line haul. The rate on corn from 
the twin cities and intermediate points via the route 
of the Great Northern, Chicago, Burlington & Quincy 
and Atchison, Topeka & Santa Fe to Kansas City is 
13.75 cents, while via the Great Northern, in connection 
with the Chicago, Burlington & Quincy, through to Kan- 
sas City is 14.5 cents, and the rates ‘to Kansas City 
from intermediate points on the Great Northern via the 
latter route range from 20.5 cents at Marshall, -Minn., 
to 14.22 cents at Leeds, Ia. The maintenance of the 
higher rates from intermediate points via the route of 
the Great Northern and Chicago, Burlington & Quincy 
through to Kansas City is covered by respondents’ ap- 
plication for relief under the provisions of the fourth 
section of the act. 


Numerous statements showing rates and _ ton-mile 
earnings were subimnitted by the parties, but for the most 
part they are unaccompanied by such testimony as to 
traffic and transportation conditions as would make the 
data therein controlling. However, we think it is clear 
from the facts appearing that the rates which respond- 
ents seek to cancel are comparatively low. They are 
relatively lower than the rates from the producing ter- 
ritory in Nebraska to Chicago. It appears that the 
movement of corn to the destinations here in question 
is light, compared with that to a recognized market like 
Chicago, and that only exceptional conditions cause an 
appreciable increase in the amount of the traffic. 

Upon consideration of all the facts, circumstances 
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and conditions appearing of record, it is our conclusion, 
and we find, that respondents have justified the pro- 
posed cancelation of the rates in question. An order 
will therefore be entered permitting the suspended tar- 
iffs to take effect. 

Attention is called to the fact that there are points 
beyond Kansas City to which the point through Class B 
rates (corn being rated Class B) from the points in- 
volved are higher than the sums of the intermediate 
commodity rates. We assume that respondents do not 
intend that the class rates shall apply, and we shall 
therefore expect them to immediately arrange for the 
non-application thereof in such cases. 





ORDER. 

It is ordered, That the orders of the Commission 
heretofore entered in this proceeding suspending the 
operation of said schedules be, and they are hereby, 
vacated and set aside as of Nov. 30, 1914. 

It is further ordered, That a copy hereof be forth- 
with served upon the carriers respondents herein parties 
to said schedules, and that a copy hereof be filed with 
said schedules in the office of the Commission 


MANUFACTURERS RAILWAY CASE 


CASE NO. 3151 (32 I. C. C., 100-109) 
MANUFACTURERS RAILWAY CO. ET AL. VS. ST. 
LOUIS, IRON MOUNTAIN & SOUTHERN: RAIL- 


WAY CO. ET AL. 


1. & S. NO. 355 
ABSORPTION OF SWITCHING CHARGES AT 


ST. LOUIS, MO. 
Submitted Nov. 13, 1913. Decided July 10, 1914. 


1. Findings with respect to the authority and propriety of the 
Commission establishing joint rates to and from points on 
the Manufacturers Ry., in St. Louis, which shail not exceed 
in amount the rates to and from St. Louis, contained in the 
Commission’s supplemental report, 28 I. C. C., 93, reviewed 
and adhered to, and future procedure in the case outlined. 

2. The Commission “cannot upon the record before it, by af- 
firmatiye order, establish joint rates on the basis above 
indicated. If the trunk lines elect voluntarily to participate 
in the establishment and maintenance of rates on that basis, 
the division thereof which they may lawfully pay to the 
Manufacturers Ry. may not, in view of the common owner- 
ship of a majority of the stock of that carrier and of the 
Anheuser-Busch Brewing Assn., its largest shipper, be more 
than is just and reasonable for its service. : 

3. There must in any view taken of this case be some point at 
which the fact of this common ownership of stock becomes 
importantly significant; and immediately beyond the limit of 
reasonableness in allowances, divisions or concessions of any 
kind whatsoever granted by the trunk lines to the Manu- 
facturers’ Ry. comes, in the Commission’s view, that point. 
In all other respects this carrier is in this tase treated by 
the Commission just as any other terminal common carrier 
that does not serve a mutually-owned industry shipper 
would be. , 

4. In its supplemental report the Commission expressed the 
opinion that the division accruing to the Manufacturers Ry. 
of any joint rates which might be established between it and 
its trunk-line connections should not exceed $2 a car. Upon 
further consideration view expressed that, subject to any 
necessary modification thereof upon further hearing with 
respect to divisions if the necessity for such further hearing , 
shall later arise, the division accruing to that carrier should 
not exceed $2.50 a car. : 

5. Tariffs of certain of the trunk lines defendant herein provid- 
ing for restoration of the former allowances of $4.50 a car 
to the Manufacturers Ry., under suspension in Investigation 
and Suspension Docket No, 355, directed to be canceled. 


Nagel & Kirby for complainant, Manufacturers Rail- 
way Co. 

F. W. Lehmann for complainant shippers. 

William A. Colston and Nelson W. Proctor for 
Louisville & Nashville Railroad Co. 


Report of the Commission on Reargument. 
CLEMENTS, Commissioner: 

We shall dispose first of 3151. 

announced our supplemental 


June 21, 1913, we 


report in that case (28 
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I. C. C., 93) [The Traffic World, Aug. 9, 1913, p. 301], 
in which we modified in part the findings contained in 
our original report (21 I. C. C., 304) [The Traffic World, 


July 15, 1911, p. 121]. The case is now before us upon 
reargument granted upon petition of the Manufacturers 
Railway Co. (hereinafter referred to as the complainant 
railway) and certain of its shippers. 

Various questions are raised upon the reargument. 
We deem it unnecessary to refer to them in detail 
here. They were in the main covered either specifically 
or in substance and principle in our previous reports. 
One contention made upon the reargument, however, 
owing to the emphasis laid upon it, calls for special 
reference. It is urged by complainants that the find- 
ings and conclusions contained in our supplemental 
report are not in harmony with certain of the conclu- 
sions of the Supreme Court in the proceeding brought 
by the United States against the Terminal Railroad As- 
sociation of St. Louis, under the Sherman antitrust act, 
reported in 224 U. S., 383. We do not deem it necessary 
or profitable to enter in this report upon an analysis 
of that decision and of the terminal situation in and 
around St. Louis that gave rise to the suit. We think 
it sufficient to say that we considered that case thor- 
oughly in arriving at the findings and conclusions an- 
nounced in our supplemental report, and that the case 
is not, in our view, controlling of the issues here in- 
volved. We have not been convinced upon the reargu- 
ment that the findings and conclusions contained in our 
supplemental report were based upon misconception 
either of fact or of law, and, as hereinafter interpreted, 
we affirm them. It seems appropriate at this point to 
recapitulate in a general way the findings contained in 
our supplemental report, and to interpret certain of 
them as to which there seems, on the part of some of 
the interested parties, to be more or less question. 

March 1, 1910, the trunk line carriers at St. Louis 
canceled certain allowances which for a number of 
years they had been making to the complainant railway 
and 12 other short lines of railroad that serve indus- 
tries in and around St. Louis. Thereupon the complain- 
ant railway and certain of its shippers petitioned the 
Commission to re-establish what they termed in their 
petition the “through or joint rates” that had been in 
effect previous to the cancelation. The allowances which 
the complainant railway had been receiving averaged 
about $4.50 a car. The complainant railway is situated 
wholly within the limits of South St. Louis. It has 
about two miles of main line and 23 miles of branches 
and sidings. Its main line connects the Anheuser-Busch 
Brewing Association, by far its largest shipper, with 
the trunk lines, thereby affording an outlet to the im- 
mense volume of traffic of the brewing association. It 
also serves other industries and shippers. The stock 
of the complainant railway and of the brewing associa- 
tion is for the most part owned by the same parties, 
principally members of the family of the late Adolphus 
Busch. ° The complaint is not directed to the reason- 
ableness of the separate rates either of the complain- 
ant railway or of the trunk lines. At the time these 
allowances to the complainant railway were canceled 
the trunk lines were also absorbing the charge, usually 
of $3 a car, made by the Terminal Railroad Association 
of St. Louis, on traffic passing over its rails. The 
capital stock of the Terminal Railroad Association is 
owned by the 14 trunk lines entering St. Louis. The 
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absorption of this latter charge the trunk lines did not 
also discontinue when they canceled these allowances 
to the complainant railway and the other terminal lines 
to and from industries, referred to, by reason of which 
situation the complainant railway and its shippers alleged 
in their petition that they were thereby subjected to 
undue prejudice and disadvantage. We held that the 
trunk lines by their action in canceling the allowances 
to the complainant railway, while continuing to absorb 
the charge of the Terminal Railroad Association, the 
stock of which, as stated, they own, did not thereby 
subject the complainant railway or its shippers to undue 
prejudice or dsadvantage; that the amounts formerly 
paid by the trunk lines to the complainant railway were 
voluntary allowances and could not be considered by 
us to be divisions of joint rates which we could by 
affirmative order establish; and that the separate rates 
of the trunk lines and of the complainant railway being 
necessarily regarded upon the record before us as prima 
facie reasonable, any joint rates which we could by 
affirmative order require the carriers in the through 
route to establish would necessarily be higher than the 
rates of the trunk lines to and from St. Louis by the 
amount of that part of the through charge which would 
accrue to the complainant railway. We further held 
that while we thus could not require the trunk lines to 
participate with the complainant railway in joint rates 
which would not be higher than their rates to St. Louis, 
they might voluntarily participate in joint rates on that 
basis, provided that in the final division of the through 
charge received from the shipper they did not pay to 
the complainant railway for its service more than was 
just and reasonable, and did not thereby in the amount 
of the excess indirectly refund to the brewing associa- 
tion a part of the through transportation charges paid 
to them by the brewing association. We held that the 
former allowances of $4.50 a car paid by the trunk lines 
to the complainant railway were excessive, and in the 
last paragraph of the report admonished the trunk lines 
that any excessive payments by them to the complainant 
railway would be regarded as unlawful, whether made 
in the form of allowances, divisions of joint rates, per 
diem or demurrage payments. or agreements, or other- 
wise. We did not by anything there said condemn the 
voluntary payment by the trunk lines to the complainant 
railway of reasonable allowances or divisions; nor did 
we disapprove of the trunk lines participating with the 
complainant railway in the establishment and mainte- 
nance of joint rates not higher than their rates to and 
from St. Louis, provided the division thereof received 
by the complainant railway in final settlement with 
them was not excessive. Our remarks in that para- 
graph, as elsewhere in the report, were directed only to 
any excessive allowances or divisions which the com- 
plainant railway might receive. 

In our supplemental report we expressed the opinion 
that from the evidence before us a reasonable division 
to the complainant railway out of any joint rate which 
might be established between it and its trunk line con- 
iections would be perhaps not to exceed $2 a car. Upon 
‘urther consideration we expressed the view that, sub- 
sect to any necessary modification thereof upon further 
nearing with respect to divisions, of the necessity for 
such further hearing shall later arise, the division 
sceruing to the complainant railway should not exceed 
2.50 a car. 
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In our supplemental report we also stated that we 
would enter an order in the case Oct. 1, 1913, if our 
findings and conclusions therein were not complied with 
by that date. Subsequently, upon representation to us 
by certain of the trunk lines that additional time would 
be necessary in order to enable them to realign their 
tariffs in accordance with our findings and conclusions, 
we extended the period for compliance therewith to 
Nov. 1, 1913. We further extended this period pending 
decision upon the reargument. As we herein affirm the 
findings and conclusions contained in our supplemental 
report, we shall proceed in connection with this report 
to enter an appropriate order. It will require the estab- 
lishment and maintenance by complainant railway and 
its trunk line connections defendant herein of maximum 
joint rates to and from points on the complainant rail- 
way which shall not exceed in amount the trunk lines’ 
rates to and from St. Louis by more than $2.50 a car. 
Then, whether the carriers in through route establish rates 
on that maximum basis or through the voluntary agree- 
ment of the trunk lines, on a basis not higher than 
their St. Louis rates, upon failure of the trunk lines and 
the complainant railway to agree upon the proper basis 
of division thereof, and upon request to us so to do, 
we shall fix the divisions, upon further investigation, as 
provided in the act. If that inquiry shall confirm our 
present impression that $2.50 a car is a reasonable divi- 
sion to the complainant railway, we shall grant it that 
amount. If, on the other hand, we shall be convinced 
by the evidence that $2.50 a car is too much, or not 
enough, we shall fix the amount accordingly. Or, in 
case we are not asked by the carriers to fix the divi- 
sions, upon proper cause appearing, we may in our 
discretion institute an inquiry upon our own motion 
under those provisions of the act which forbid the giv- 
ing or receiving of rebates or undue concessions directly 
or indirectly by any device whatsoever, having in mind 
particularly in connection therewith the fact of the com- 
mon ownership of railway and brewery association stock. 
There must, in any view taken of this case, be some 
point .at which the fact of this common ownership of 
stock becomes importantly significant, and immediately 
beyond the limjt of reasonableness in allownaces, divi- 
sions, or concessions of any kind whatsoever granted 
by the trunk lines to the complainant railway, comes, 
in the Commission’s view, that point. If this be not so, 
then gross discriminations must thrive, notwithstanding 
the inhibitions of the act against undue preferences and 
discriminations. Manifestly, it would be absurd for 
anyone to contend that the receipt by the complainant 
railway of a division amounting to ten or fifteen dollars 
a.car would not be viewed with suspicion. It is only 
as we approach a sum which on its face may or may 
not be reasonable that we encounter question from any 
source as to the necessity for close scrutiny and regula- 
tion in this respect. In all other respects but this one 
of closer examination and regulation of its divisions and 
concessions we treat the complainant railway herein 
just as we would treat any other terminal common car- 
rier that does not serve a mutually-owned industry 
shipper. 

We shall make our order herein against the com- 
plainant railway as well as against the trunk lines in 
the full understanding that the former is named in the 
petition as a complainant and not as a defendant. How- 
ever, the prayer of the petition can be granted only 
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upon the theory that the complainant railway asks and 
expects to be dealt with upon the same basis as any 
other common carrier in the through routes over which 
it asks for the establishment of joint rates would be. 
. The fact that the complainant railway is made a nominal 
complainant in the petition and has been the principal 
complainant in fact throughout the conduct of the hear- 
ings fits in admirably with what seems to be the real 
purpose of the proceeding, namely, to make the trunk 
lines the real defendants and to have us require them 
to restore to the complainant railway out of their St. 
Louis rates the former allowances. Were the object of 
the proceeding to secure bona fide joint rates for the 
benefit primarily of the complainant railway’s shipping 
public, the complainant railway could just as easily, and 
in procedure more properly, have been named with the 
trunk lines as a co-defendant in the through route in a 
complaint brought and prosecuted exclusively by its 
shippers as a body, including certainly and conspicu- 
ously, because of its greater interest in the outcome, the 
brewing association. It is significant as bearing upon 
this latter thought that following the promulgation by 
us of our supplemental report the complainant railway 
canceled all its concurrences in the trunk lines’ tariffs, 
thereby rendering impossible compliance by the trunk 
lines with the prayer of its own petition, since tariffs 
naming joint rates must, under the act and our tariff 
regulations, show as concurring therein every common 
carrier in the through route. 


The joint rates prescribed herein may be published, 
if desired, by merely adding to the trunk lines’ tariffs 
naming rates to and from St. Louis a note to the effect 
that rates to and from points on the complainant rail- 
way will be so much a car higher than the rates to and 
from St. Louis, and by showing the complainant railway 
as a participating carrier therein. If the trunk lines 
elect voluntarily to participate in the establishment and 
maintenance of rates to and from points on the com- 
plainant railway on the St. Louis basis, it will only be 
necessary to show the complainant railway as a partici- 
pating carrier in the trunk lines’ tariffs. 


We have specifically dealt herein only with the 
rates on carload freight, as that class of traffic con- 
stitutes most of the complainant railway’s entire freight 
tonnage. The principles underlying our findings and 
conclusions with respect to carload traffic apply, how- 
ever, with equal force to less-than-carload freight. 


We desire to make plain herein, as we endeavored 
to do in our supplemental report, that we are asked in 
this proceeding to establish these joint rates on the St. 
Louis basis by affirmatice order in a contested case. 
We merely say in response to that request that this is 
something which we cannot upon this record do, and 
that if the trunk lines elect voluntarily to establish 
joint rates on that basis instead of on the maximum 
basis herein prescribed, the division thereof which they 
may lawfully pay and the complainant railway lawfully 
receive shall not, in view of the common ownership of 
the complainant railway and Armheuser-Busch Brewing 
Association stock, be more than is just and reasonable 
for the service which the. complainant railway per- 
forms. 

We have had no hesitancy in stating herein what 
our future procedure in the case will be. -The case 
has been before us in one form and another since 1910. 
It has been strenuously contested by some of the trunk 
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lines and by the complainant railway, and has attracted 
wide attention because of the pendency before the Com- 
mission of cases similar to it in character as well as 
on account of its own interest and importance. “We 
are confident in the belief that we have decided the 
issues raised by it in accordance with both the letter 
and the spirit of the law. If our conclusions are not 
sound, we desire that the courts settle definitely the 
question of what the proper interpretation of the law 
applicable in this and similar cases is. Cases of this 
nature involving payments by trunk lines to short ter- 
minal lines of railroad which were once only appurte- 
nances to private industrial plants served by them have 
been the cause of much investigation by and concern to 
us in our efforts to effectively administer the law under 
which we act, and the sooner .any doubtful construc- 
tions of that law with respect to such matters are 
clearly settled by judicial decision the better. 

In Investigation and Suspension Docket No. 355 is 
involved the suspension of the operation of tariffs by 
which certain of the trunk lines defendant in 3151 pro- 
pose to restore the former allowances of $4.50 a car 
to the Manufacturers Railway. The findings and order 
in 3151 dispose of the questions involved in I. & S. 355. 
We shall therefore by order direct that the tariffs under 
suspension in the latter inquiry be canceled forthwith. 
HARLAN, Chairman, dissenting: 

The Anheuser-Busch Brewing Co. interests have 
been before us for five years in an effort to secure 
the sanction by this Commission of their plan for- cast- 
ing upon the brewery’s trunk line connections the bur- 
den and expense of operating its plant railway. By 
this I mean that there has been no controversy here at 
any time between the brewery and the complainant 
railway, which I here refer to as the plant railway of 
the brewery; from the beginning of the proceeding, 
however, the general interests that own both the brewery 
and the plant railway have been contending that the 
trunk lines, out of their revenues, ought to pay the plani 
railway for moving the immenge traffic of the brewery 
out of and into the plant to and from the interchange 
tracks of the plant railway with the trunk lines. In 
this, the third formal report by the Commission in rela- 
tion to the matter, these contentions are brought to a 
successful conclusion in the recognition by the Commis- 
sion of the legal right of the trunk lines to assume this 
very large burden by establishing the St. Louis rates 
jointly with the complainant and paying the latter a 
division out of these rates for handling the brewery’s 
traffic beyond the interchange point. While the report 
and order of the Commission in that connection are 
permissive in form, the immense traffic of the brewery 
has a persuasive force so great as practically to force 
the trunk lines to make such a contribution toward the 


-expense of operating the plant railway.- My views and 


my understanding of the facts in the case have been ex- 
plained at length in my dissent to the original report, 
21 I. C. C., 304, 318, and in my concurrence in the first 
supplemental report, 28 I. C. C., 93, 111. 


I have always thought, and still think, and in my 
dissent (supra) I stated, that the Second street track 
of the Manufacturers Railway, which is about 2144 miles 
in length, might fairly be regarded as an addition to 
the public transportation facilities of St. Louis. It seems 


.to me, however, that with respect to all its other track- 


age our conclusions in General Electric Co. vs. N. Y. ©. 
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& H. R.’R. R. Co., 14 I. C. C., 237 [The Traffic World, 
July 11, 1908, p. 48], and more recent cases, including 
the Industrial Railways case, 29 I. C. C., 212 [The Traffic 
World, Jan. 31, 1914, p. 218], ought to control. In those 
cases we; held that a railway company is under no obli- 
gation to extend its service beyond a reasonable point 
of interchange with a plant railway, and that the service 
between such an interchange point and the various 
points within the plant is purely a shipper’s service and 
not a carriers’ service. The Manufacturers Railway, 
owned in the interest of the brewing company, has inter- 
change tracks with the trunk lines serving St. Louis, 
from which more than 50,000 cars a year are handled 
into and out of the brewery. The various buildings of 
the brewery cover from 35 to 40 city blocks, and the 
grounds on which they are sitauted embrace some 126 
acres of land, through which the tracks, operated by 
the Manufacturers Railway, spread like the ribs of a 
fan, reaching the storehouses, malt houses, bottling 
works, and all other buildings and parts of the plant. 
Although larger in egtent, this plant railway does not 
differ materially from the plant railways of hundreds 
of factories and industries elsewhere in the country. 
The 8 miles of track within the brewery premises are 
owned by the brewing company, but were leased by it 
to the Manufacturers Railway Co. “for railway purposes,” 
upon the express condition that this should not interfere 
with the reasonable use of the tracks by the brewing 
association; the lease also provided that the brewing 
association should “be the sole and only judge” of the 
reasonableness of the use it might make of the tracks. 
Notwithstanding our ruling in the cases last cited that 
the movement of traffic between a plant and the plant 
interchange tracks in such .cases is a shipper’s service 
and not a carrier’s service, a principle that seems, when 
applied to like conditions, to have been accepted as sound 
with practical unanimity by railroads, industries and 
the courts, the Commission here permits the trunk lines 
out of their rates to pay the shipper for performing an 
entirely similar service. 

The result of the conclusion finally reached and now 
announced bythe majority is to transfer from the brewery 
to the trunk line carriers the expense of handling the 
brewery’s large traffic to and from its interchange tracks 
leading into the plant, and to give to the Anheuser-Busch 
interests the .revenues almost of a principality. The 
trunk lines in turn must draw upon the general shipping 
public to pay the bill. The majority report not only 
relieves the brewing company of the expense of doing 
for itself with its own plant railway what all but a few 
unlawfully favored industries of the country must do for 
themselves and at their own expense, as I understand 
present conditions, but relieves the brewing company 
of demurrage, in that any charges of that nature ac- 
cruing against it will be paid by it, not to the trunk 
lines, but to its own plant-railway and therefore to itself. 
The immense traffic of the brewery, supported by the 
conclusions of the majority, will enable the Manufac- 
turers Railway to force itself also into the per-diem 
rules agreement, yielding the brewing company through 
that means another rich harvest in the form of reclaims, 
unless affirmative and very definite steps are taken to 
see that reclaims do not become a source of any net 
income to it. It is true that the plant railway, in con- 
nection with the plant tracks of which I am now speak- 
ing, has one or two team tracks either in or immediately 
outside the brewery plant, at which it secures a rela- 
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tively small amount of outside traffic. But the law, in 
my judgment, is not so weak as the interpretation put 
upon it in the majority report, and this outside traffic 
does not justify the Commission in holding that part 
of the Manufacturers Railway to be, in law, anything 
other’ than it is physically, namety, a plant facility. 
Certainly nothing said by the court of highest resort 
in the Tap Line cases, 234 U. S., 1 [The Traffic World, 
May 30, 1914, p. 1104], either requires or justifies the 
special advantages thus accorded by the majority to the 
brewing company. That court says (p. 23): 


What the Commission means by plant facilities may be 
gathered from a consideration of some of its decisions. In 
General E/lectric Co. vs. N. Y. C. & H. R. R. R., 14 1. C. C., 237, 
a network of interior switching tracks constructed to meet the 
necessities of the business were held to be mere plant facilities. 
The same princip!e was applied to the internal trackage of large 
industrial plants in Solvay Process Co. vs. D. L. & W. R. R. Co., 
14 I. C. C., 246. These systems of internal trackage were not 
common carriers, and, however extensive, were intended to and 
did furnish service for the plants which owned and operated 


them, 

The unlawful preferences resulting to the brewing 
company from the holding of the majority report that 
all these plant tracks, constructed by the brewery for 
its own purposes, and in some cases running even into 
its warehouses and malt houses, are public tracks and 
the service performed over them a carrier’s service, are 
so obvious as to require no further discussion. An illus- 
tration will suffice. As pointed out in my dissent to 
the original report, 21 I. C. C., 304, 319, the Lemp brew- 
ery is in the immediate neighborhood of the Anheuser- 
Busch brewery. Its traffic amounts to from 10,000 to 
12,000 carloads a year, and, although large, is relatively 
small when compared with .the traffic of the Busch 
brewery. Like the latter, the Lemp brewery is situated 
on the hills of South St. Louis, and the streets leading 
down to the rails of the trunk lines on the river front 
are of severe grade. In order to get its traffic into 
and out of its plant, a service which as heretofore ex- 
plained we have under like conditions held to be purely 
a shippers’ service, the Lemp brewery has devised a 
powerful drum operated by a stationary engine, by means 
of which, with steel cables, cars are pulled up and let 
down to and from its,interchange tracks with trunk 
lines. Shall the trunk lines also pay that company out 
of their rates for this service for itself, performed with 
special machinery and devices installed, undoubtedly, to 
supplant and take the places of horses and wagons, 
because thought to be more economical in view of the 
company’s large traffic? It is incorporated as a railroad 
company and actually handles some carload shipments 
for its neighbors; so far as mere outward form is con- 
cerned it is therefore in a position to receive favors in 
the way of allowances from the trunk lines. And if 
such allowances are permitted to the Busch brewery, I 
do not see how in justice they may be refused to the 
Lemp brewery, for a mere difference in the means by 
which shippers do for themselves precisely the same 
thing cannot be a sufficient justification for a difference 
in their treatment by the trunk lines. The smaller 
shippers on the same hills in South St. Louis, with traffic 
not large enough to justify the expense of constructing 
plant railways, must not only do their hauling back and 
forth from the trunk lines with horses and wagons, but 
must submit to rates that involve and provide for these 
large payments by the line carriers to industries that 
use rails and locomotives and cables and drums for 
performing the same service for themselves. 


It is certain that the great privileges enjoyed by large 
shippers in the form here recognized as proper by the 
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majority will not be tolerated by the general shipping 
public, which must bear the burden, when they are more 
fully understood; and the present law, which in my 
judgment is entirely adequate to enable us to cope with 
the evil, must either be more strongly construed in the 
public interest or must promptly be amended by the 
Congress. 

For the reasons thus briefly expressed, I must with- 
hold my assent to the report and order of the Commis- 
sion in this proceeding. 





ORDERS. 
No. 3151. 

It is ordered, That the above-named defendants and 
the Manufacturers Railway Co., according as their various 
lines or routes may run, be, and they are hereby, noti- 
fied and required, on or before Jan. 1, 1915, to cease and 
desist from charging, demanding, collecting or receiving 
their present rates on traffic moving in through trans- 
portation between points on the line of said Manufac- 
turers Railway Co. and points on the lines of defendants 
in states other than Missouri, to the extent that said 
rates exceed defendants’ rates contemporaneously in 
efrect between St. Louis, Mo., and the same points in 
states other than Missouri, by more than $2.50 per car. 

It is further ordered, That the above-named defend- 
ants and the Manufacturers Railway Co., according as 
their various lines or routes may run, be, and they are 
hereby, notified and required to establish and put in 
force on or before Jan. 1, 1915, and to maintain in 
force thereafter for a period of not less than two years, 
and apply to said traffic, rates which shall not exceed 
defendants’ rates contemporaneously in effect between 
St. Louis, Mo., and points in states other than Missouri, 
by more than $2.50 per car. 





I. and S. No. 355. 

It is ordered, That the carriers respondent -herein 
and designated in said tariffs be, and they are hereby, 
notified and required to cancel, on or before Nov. 7, 
1914, the rates, charges, regulations and practices stated 
in the schedules specified in said orders of suspension. 


SUSPENDED TARIFFS 


THE TRAFFIO SERVICE NEWS BURBAU, 
Colorado Building, Washington, D. C. 

October 15, issued October 30, in I. and S. No. 408, 
the Commission further suspended from November 15 
until May 15-the following tariffs: 

Chicago, Rock Island & Pacific Railway—Sup. 22 to 
I. C. C. No. C-9209. 

Minneapolis & St. Louis Railroad Co.—Sup. 9 to I. 
C. C. No. B-106. : 

The tariffs increase rates on cement from Chicago, 
Utica, Peoria, La Salle, Ill., and other points, to points 
in Iowa and other states, the operation of which was 
suspended originally from July 18 and 30. 

October 15, issued October 30, in I. and S. No. 409, 
the Commission further suspended from November 12 
until May 12 the following tariffs: 

Chicago, Burlington & Quincy Railroad Co.—Sup. 44 
to C. B. & Q. I. C. C. No. 10945. 

Chicago, Milwaukee & St. Paul Railway—Sup. 44 to 
C. M. & St. P. I. C. C. No. B1419. 

The tariffs increase rates on live stock between points 
in South Dakota and other states and St. Paul, Minn., 
Omaha, Neb., and Kansas City, Mo,, the operation of 
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which was suspended originally from July 15 and 20 
until November 12. 

October 15, issued October 30, in I. and S. No. 489, 
the Commission further suspended from November 12 
until May 12 schedules in Supplement No. 3 to the Min- 
neapolis & St. Louis I. C. C. No. B-139. The suspended 
schedules cancel the application of Chicago rates from 
Porter, Ind., and other points on the Higin, Joliet & Bast- 
ern, the operation of which was suspended from July 15 
until November 12. 

October 15, issued October 30, in I. and 8. No. 490, 
the Commission further suspended from November 12 un- 
til May 12 the following tariffs: 

Erie Railroad Co., lines, Buffalo, Salamanca, N. Y., and 
west thereof—I. C. C. No. A-5019. 

The Lake Shore & Michigan Southern Railway Co.— 
I. C. C. No. A-3148. 

Michigan Central Railroad Co.—I. C. C. No. 4547. 

The New York, Chicago & St. Louis Railroad Co.— 
I. ©. C. No. 3496. 

The Wabash Railroad, Edward B. Prior, receiver— 
I. C.C. No. 3649. 

The tariffs discontinue stopping in transit of lumber 
from points beyond the Ohio and Mississippi rivers at 
Buffalo, East Buffalo, Black Rock and Suspension Bridge, 
N. Y., the operation of which was suspended originally 
from July 15 until November 12. 

October 27, issued October 29, in I. and S. No. 534, 
the Commission suspended from November 1 until Feb- 
ruary 28 all schedules stated on page 68. Supplement No. 
14 to Hosmer’s I. C. C. No. A-494. The schedules in- 
erease rates on refined petroleum oil, in carloads, from 
Coffeyville, Kan., to West Quincy and other points in 
Missouri located on the Chicago, Burlington & Quincy. 
The present rate to these points is 17 cents per 100 
pounds and the proposed rate is 22 cents per 100 pounds. 

October 19, by first supplemental order, issued October 
29, in I. and S. No. 519, the Commission suspended from 
November 1 until January 29 schedules in the following 
tariffs: 

Chicago, Milwaukee & St. Paul Railway—Sup. 1 to 
I. C. C. No. 2102. 

E. H. Batchelder, agent—I. C. C. No. 13. 

W. E. Cooper, agent—Sup. 1 to I. C. C. No. 36. 

P. C. Davison, agent—Sup. 1 to I. C. C. No. 8. 

E. H. McFarland, agent—I. C. C. No. 4. 

H. T. Miles, agent—Sup. 4 to I. C. C. No. 52. 

H. O’Conner, agent—Sup. 1 to I. C. C. No. 43. 


The schedules increase passenger fares between points 
on the Oregon Short Line via Salt Lake City or Ogden, 
Utah, and the Denver & Rio Grande and points east and 
south of Denver, Colo. Tariffs of various other carriers 
providing for a similar increase were suspended to the 
same date. 

October 30, in I. and S. No. 536, the Commission sus- 
pended from November 1 to March 1 the following tariffs: 

Chicago & Northwestern—Sup. 3 to I. C. C. No. 7548. 

Great Northern—Sup. 8 to G. N. I. C. C. No. A-3769. 

These supplements contain reduced rates on grain 


and grain products between Sioux City, Ia., and interstate 
points on the lines of the issuing carriers and bear nota- 


tion as having been filed in compliance with the Com- 
mission’s order of July 10, 1914, in Docket No. 3243, Sioux 
City Terminal Elevator Co. et al. vs. Chicago, Milwaukee 
& St. Paul et al., but there is a question as to whether 
the tariffs do comply with the order. 

The suspension is necessary because those carriers 
filed their tariffs to become effective November 1 without 
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knowing that the Commission had extended the effective 
date, or was about to make that extension, to December 1. 
The other carriers had not filed their tariffs to become 
effective on November 1, wherefore it was necessary -to 
suspend those filed for that date. When the other roads 
file their tariffs to become effective on December 1, the 
suspension order will be vacated, if there are not errors 
at that time. 

October 15, issued October 31, in I. and S. No. 491, 

the Commission further suspended from November 15 
until May 15 schedules in Supplement No. 22 to Hinton’s 
I. C. C. No. A-65. The schedules increase rates on fish, 
carloads, from Brunswick, Ga., and other points to Phila- 
delphia, New York, Boston and other northern points, the 
operation of which was originally suspended from July 18 
until November 15. 
. October 15, issued October 31, in I. and §S. No. 493, 
the Commission further suspended from November 17 
until May 17 scheaules in Supplement No. 7 to Hinton’s 
I. C. C. No. A-78. The schedules increase rates on fer- 
tilizer material from Charleston, S. C., to Acme, Nevassa 
and Wilmington, N. C., the operation of which was sus- 
pended originally from July 20 until November 17. 

October 15, issued October 31, in I. and:S. No. 494, 
the Commission further suspended from November 21 
until May 21 schedules in the following tariffs: 

Chicago, Rock Island & Pacific—Sup. 8 to I. C. C. No. 
C-9630, Sup. 9 to I. C. C. No. C-9630. 

Leland—Sup. 60 to I. C. C. No> 864, Sup. 45 to I. C. C. 
No. 930, Sup. 28 to I. C. C. No. 1012, Sup. 7 to I. C. C. 
No. 1023; I. C. C. No. 1049. 

The schedules increase rates on grain, grain products 
and certain other commodities originating at points lo- 
cated on the Chicago, Rock Island & Pacific in Oklahoma 
destined to Galveston and other points in Texas, the 
operation of which was suspended originally from July 
24 and later dates until November 21. 

October 15, issued October 31, in I. and §S. No. 495, 
the Commission further suspended from November 25 
until May 25 schedules in the following tariffs: 


Boston & Albany (New York Central & Hudson River 
Railroad Co., lessee)—Sup. 30 to I. C. C. No. 4500, Sup. 
11 to I. C. ©. No. 4552, Sup. 15 to I. C. C. No. 56004, 
Sup. 5 to I. (. C. No. 5788. 

Boston & Maine—Sup. 34 to G. F. A.-I. C. C. No. 9200, 
Sup. 22 to G. F. A-I. C. C. No. 9202. 

The New York, New Haven & Hartford—Sup. 48 to 
N. ¥. N. A. & H.-R. BR. fT. 'C.: C. No. 9900. 


The schedules increase rates on paper of various 
kinds in less than carloads, from points in New England 
to New York, N. Y., and other points, the operation of 
which was suspended originally from July 28 and later 
dates until November 25. . 

October 15, issued November 2, in I. and S. No. 496, 
the Commission further suspended from November 23 
until May 23 items in Supplement No. 8 to Leland’s I. C. C. 
No. 1035. The items increase rates on lumber and rail- 
road ties, carloads, from Angola and other points in 
Louisiana on the Louisiana Railway & Navigation Co. 
to stations in Texas. The first suspension was from July 
26 until November 23. 

October 27, issued November 2, in I. and S. No. 520, 
the Commission, in the third supplemental order, sus- 
p-nded Missouri-North Arkansas Supplement No. 1 to I. 
C. C. No. 349 to January 28. The suspended supplement 
increases rates on lumber and other forest products to 
Olio River crossings. 
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October 15, issued November 2, in I. and S. No. 498, 
the Commission further suspended from November 28 
until May 28 schedules appearing in the following tariffs: 

* Atchison, Topeka & Santa Fe—Sup. 15 to I. C. C. No. 
5813. 

Chicago, Burlington & Quincy—Sup. 20 to C. B. & Q. 
I. C. C. No. 10055, Sup. 9 to C. B. & Q. I. C. C. No. 10655. 

Illinois Central (northern and western lines)—Sup. 13 
to I. C. C. No. A-8232. 

The Missouri Pacific; St. Louis, Iron Mountain & 
Southetn Railway Co.—Sup. 23 to I. C. C. No. A-1074, 
Sup. 7 to I. C. C. No. A-2475. 

St. Joseph & Grand Island—Sup. 8 to I. C. C. No. 
A-349. 

Union Pacific—Sup. 6 to I. C. C. No. 2537. 

Hosmer—Sup. 28 to I. C. C. No. A-396, Sup. 29 to 
I. C. C. No. A-396. 

Poteet—Sup. 12 to I. C. C. No. 305. 

The suspended schedules cancel provisions permitting 
stopping in transit of live stock, the operation of which 
was suspended from July 31 and later dates until No- 
vember 28. 

October 15, issued Novemher 2, in I. and S. No. 414, 
the Commission further suspended from November 12 
until May 12 schedules in the following tariffs: 

Atchison, Topeka & Santa Fe—Sup. 18 to I. C. C. No. 
6is8;:.-.> 

Boston & Maine—I. C. C. No. A-1121. 

Illinois Central (northern and western lines)—Sup. 
10 to I. C. C. No. A-8307. — 

Maine Central—Sup. 3 to I. C. C. No. C-1509, Sup. 
4 to I. C. C. No. C-1509. 

The Missouri Pacific; St. Louis, Iron Mountain & 
Southern Railway Co.—Sup. 4 to I. C: C. No. A-1036. 

The New York, New Haven & Hartford—Sup. 9 to 
I. C. C. No. F-1220, Sup. 2 to I. C. C. No. F-1297, Sup. 3 
to I. C. C.. No. F-18351; I. C. C. No. F-1423. 

Vandalia—Sup. 27 to I. C. C. No. 2602. 
Countiss—Sup. 12 to I. C. C. No. 978. 

Davis—Sup. 9 to I. C. C. No. 2. 

Hinton—Sup. 20 to I. C. C. No. A-51, Sup. 22 to I. C. C. 
A-65. 

The schedules cancel joint rates to and from points 
on the Chicago, West Pullman & Southern and other small 
lines in Official Classification territory, the operation of 
which was originally suspended from July 15 and later 
dates until November 12. 

October 15; issued November 3, in I. & S. No. 462, 
the Commission further suspended from November 29 
until May 29, 1915, Supplement No. 37 to Chicago, 
Burlington & Quincy I. C. C. No. 8996. The tariff in- 
creases rates on straw from Wayland and other points 
on the Burlington in Missouri to Fort Madison, Ia. It 
was originally suspended from August 1 until Novem- 
ber 29. 

October 15, issued November 3, in I. & 8S. No. 497, 
the Commission further suspended from November 23 
until May 23 schedules in Supplements Nos. 6 and 8 
to Lowrey’s I. C. C. No. 22. The schedule increases 
rates on hay destined to Chicago via the Wabash Rail- 
road for delivery on tracks of connecting lines. It was 
originally suspended from July 26 until November 23. 

October 15, issued November 3, in I. & S. No. 499, 
the Commission further suspended from November 29 
until May 29 schedules in Supplements Nos. 32 and 34 
to Missouri Pacific I. C. C. A-2194. They cancel a com- 
modity rate of 60 cents per net ton on coal from John- 
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ston City, Ill., to Cape Girardeau, Mo. It was originally 
suspended from August 1 until November 29. 

October 15, issued November 3, in I. & S. No. 500, 
the Commission further suspended from November 29 
‘ until May 29 schedules in the following tariffs: 

Morris—Sup. 11 to I. C.'C. No. 390; Sup. 18 to I. C. 
C. No. 395; Sup. 19 to I. C. C. No. 395; Sup. 20 to 
I. C. C. No. 395. 

They cancel proportional and reshipping rates on 
grain and grain products from Milwaukee, via Chicago 
and Chicago Junction points, to various points in Cen- 
tral Freight Association and Trunk Line territories. 
They were originally suspended from August 1 until 
November 29. 

October 15, issued November 3, in I. & S. No. 501, 
the Commission further suspended from November 30 
until May 30 the following tariffs: 

Illinois Central—Sup. 3 to I. C. C. No. A-8108; Sup. 
3 to L C. C. No. A-8109. 

They increase rates on flour from Omaha and points 
taking the same rates to Brookhaven, Miss., and vari- 
ous other points located on the Illinois Central lines. 
They were first suspended from August 2 until Novem- 
ber 30. 

November 2, issued November 4, in I. & S. No. 537, 
the Commission suspended from November 6 until March 
6 Sup. No. 8 to San Pedro, Los Angeles & Salt Lake 
Railroad Co. tariff I. C. C. No. 386. The supplement 
increases rates on hogs in single-deck cars from Salt 
Lake City and other points in Utah to Los Angeles and 
a number of other points in California. The present 
rate from Salt Lake City to Los Angeles is $82.50 per 
car, and the proposed rate is $106.50, an increase of $24, 
a like increase being made to other California points. 


ANNUAL MEETING OF N. I. T. L. 


Following is the program for the annual meeting of 
the National Industrial Traffic League, to be held at the 
Congress Hotel, Chicago, November 12 and 13: 





Thursday, November 12. 


10:00 A. M.—Business session at Congress Hotel. 

2:00 P. M.—Business session at Congress Hotel. 

7:00 P. M—Annual dinner at Congress Hotel, pre- 
ceded by reception at 6:30 p. m. : 

The speakers at the dinner will be Edgar E. Clark, 
member of the Interstate Commerce Commission, and 
Walter L. Fisher, former secretary of the interior and 
member of the Chicago Railway Terminal Commission. 


Friday, November 13. 


9:00 A. M.—Business session at Congress Hotel. 

12:45 P. M.—Luncheon, followed by a trip through 
Chicago terminals, upon invitation of the trustees of the 
Central Manufacturing District of Chicago. All who de- 
sire to accept of the invitation to this luncheon and the 
attendant trip should promptly notify W. E. Cullen, traffic 
director Central Manufacturing -District, 1118 West 
Thirty-fifth street, Chicago, II1., in order that arrange- 
ments may be made prior to the time of the meeting. 
The schedule for this trip provides for leaving by special 
train from the La Salle Street Station, La Salle and 
Van Buren streets, at 12:45 p. m., proceeding direct to 
the clubhouse of the Central Manufacturing District, 
where luncheon will be served, returning after the trip 
through the terminals to the station of the Baltimore & 
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Ohio Railroad, Fifth avenue and Harrison street, arriv- 
ing there at 5 p. m. The trip has been arranged to 
take in the Union Stock Yards, Central Manufacturing 
District, Union Freight Station of the Chicago Junction 
Railway, Union Boat House of the Chicago River & 
Indiana Railroad, Chicago River facilities and other points 
of interest. ; 
Docket for Meeting. 

Annual address of the president. 

Election of officers. 

Report of secretary-treasurer. 

Report of finance and auditing committee. 

Report of board of directors: Changes in con- 
stitution. 

Report of executive committee: Dunnage allow- 
ances; proposed charges for trap car service. 

Report of committee on car demurrage and storage: 
Code of storage rules; notification of consignor of re- 
fused and unclaimed freight; postal card notices of ar- 
rival of freight; demurrage charges on refrigerator cars 
loaded with perishable freight. 

Report of special committee on legislation as to 
limitation of liability of common carriers. 

Report of classification committee: Western Classi- 
fication division; publishing names of proponents of 
changes in classification; analogy rule; docketing of 
subjects; application of unit basis in establishing rat- 
ings; Southern Classification division; Official Classi- 
fication division. 

Report of committee on rate construction: Charges 
on duplicate shipments; through rates vs. combination 
of locals; limitation of routes excepted from application 
of long-and-short-haul provision of commerce act. 

Report of committee on weighing: Code of weigh- 
ing rules; standard form of weighing agreement. 

Report of committee on freight claims: Overcharges 
due to misrouting; liability of carriers when marks on 
packages do not agree with shipping tickets. 

Report of advisory committee: Proposed charges 
for spotting of cars and petition of carriers for reopening 
of California switching cases. 

Graduated demurrage and storage charges. 

Report of special committee on uniform classifica- 
tion. 

Report of special committee on relations with the 
National Association of Railway Commissioners. 

Reports of committees: Transportation instrumen- 
talities; tariffs; bills of lading; legislative; organization; 
membership. 

National traffic conference. 

Establishment of information and tracing bureau. 

New business. 


DOINGS OF THE TRAFFIC CLUBS 


The Toledo Transportation Club held a_ special 
luncheon at the Boody House last Monday. Dr. W. A. 
Dickey spoke on the “New. Charter.” 


The following officers of the Salt Lake City Trans- 
portation Club have been elected to serve during the 
year 1914-1915: Julian Bamberger, S. L. & O. Ry.. 
president; W. R. Armstrong, S. L. &.U. R. R., first. vice- 
president; A. W. Griggs, O. S. L. R. R., second vice- 
president; H. W. Stoutenborough, B. & G. Ry., third 
vice-president; J. B. Caldwell, D, & R. G. R. R., fourth 
vice-president; R. E. Rowland, Intermountain Demurragé 
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Bureau, secretary; C. E. Flandro, O. S. L. R. R., treas- 
urer; George -Manning, U. L. & T. Co.; J. H. Davis, 
Cc. M. Y.; H. E. Godwin, U. P. R. R.; A: D. Pierson, Utah 
Fuel Co.; R. K. Brown, S. P., L.. A. & SS. L. R. R.; C. J. 
MeNitt, O. S. L. R. R.; J. W. Ellingson, S. P., L. A.& 8. L. 
R. R.; G. H. Robison, O. S. L. R.R., directors. The following 
program has been arranged by the entertainment com- 
mittee for November: November 3, 8:30 p.m.—Boxing and 
wrestling, consisting of a four-round bout, wrestling match 
and a battle royal. November 7, 8 p. m.—Regular 
monthly business meeting, at close of which Rev. P. A. 


Simpkin will address the members on the subject, “Con-— 


ditions in Europe,” illustrated, with his projectoscope, 
and A. D. Pierson will speak on the subject, “Future 
of the Coal Business in Utah and Its Connection with 
the Railroads.” November 12, 8 p. m.—Pool and billiard 
tournament will be started. November 13, 8:30 p. m.— 
Informal dance for members and their ladies. Novem- 
ber 21, 8 p. m.—Sluff tournament will be held. Novem- 
ber 27, 8:30 p. m.—lInformal dance for members and 
their ladies. 





The November meeting of the Traffic Club of Phila- 
delphia will be held at Kugler’s, Monday, November 9, 
at 6:30 p. m. In place of the usual buffet luncheon, 
after the meeting there will be a supper preceding the 
meeting. Congressman Thomas S. Butler and A. Mer- 
ritt Taylor, director of the department of city transit, 
will address the club. Changes in the constitution and 
by-laws will be voted on at the meeting. : 





The candidates named by the regular nominating 
committee of the Traffic Club of New York for the 
annual election of officers at the monthly meeting, 
November 24, are as follows: ‘President, W. C. Hope, 
general passenger agent Central Railroad of New Jer- 
sey; vice-presidents—T. A. Gantt, traffic manager Corn 
Products Refining Co.; W. C. Connor, Jr., general east- 
ern agent Frisco Lines; T. T. Harkrader, assistant 
traffic manager American Tobacco Co.; Ralph S. Stubbs, 
general freight agent Southern Pacific Co., Atlantic 
Steamship Lines; W. N. Agnew, traffic manager Inter- 
national Steam Pump Co.; treasurer, Frank C. Earle; 
secretary, C. A. Swope, eastern freight agent Louisville 
& Nashville; governors—W. C. Bates, eastern traffic 
agent Central of Georgia; W. S. Cowie, general eastern 
freight agent Erie; W. A. Schumacher, general traffic 
manager Fruit Dispatch Co. The members adopted the 
following preamble and resolution: “Whereas we _ be- 
lieve it to be for the best interests of the Traffic Club 
of New York that its officers should each year be se- 
lected without regard to any action which may have 
been taken the next year preceding by either the nomi- 
nating committee or the club, therefore be it resolved, 
that in making our selection of officers for the ensuing 
term it is distinctly understood, and hereby declared, 
that we have neither intention nor desire to fix upon 
the nominating committee for next year the slightest 
\bligation, express or implied, to be in any manner 
influenced by the nominations now made by this com- 
inittee.” An appropriation of $500 from the club treas- 
ury was voted for the fund of the Red Cross, after 
hearing the address at the October meeting of Chauncey 
M. Depew, which dealt with the genesis, the leading 
causes and the future possibilities of the foreign war, 
és deduced from personal knowledge and experience on 
the other side of the water. 


THE TRAFFIC WORLD 


891 


THE ADVANCED RATE CASE 


Railroad Men Fear the Decision Will Be Against 
Them—Close of the Argument in Washington 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

The railroad men who made the fight for a modifica- 
tion of the order in the five per cent case are in the 
dumps. They doubt whether the Commission will give 
them any more comfort than is to be found in a state- 
ment that if, after they have tried the things the Com- 
mission suggested in the order, they still find themselves 
unable to get the needed money they may come back 
and make another application. 

Only a few hold a belief that the Commission will 
grant the advance for a few months. There is a general 
feeling that the Commission will say its authority ex- 
tends only to the point where it may consider the war 
as merely one factor to be taken into consideration in 
the making of rates; that another factor to be considered 
is the ability of shippers, under conditions produced by 
the war, to pay the higher rates. 

The remark of Louis D. Brandeis that, assuming that 
the railroads have to refund $500,000,000 of maturing 
obligations during the next year at an increase of a 
whole point in the interest rate, the added expense will 
be only $5,000,000 a year, is deemed of a good deal of 
significance for this reason. The railroads estimated that 
when they had made the increases in rates they propose 
on live stock, dressed meats, grain and grain products, 
sugar, copper and the rest of the things mentioned in the 
list of commodities that pay less than remunerative rates, 
they will have an addition of from $9,000,000 to $12,- 
000,000 to their revenues. 

Another fact that seems to hang in the minds of 
commissioners is that all the calculations showing how 
much the railroads are running behind are based on 
“property investment” and that the figures set down for 
the Erie are higher than those set down for the Penn- 
sylvania and New York Central. 

The Commission has heretofore remarked that the 
words “property investment” mean very little to it, be- 
cause it has never, until the physical valuation law was 
passed, had any authority or any machinery for testing 
the property investment figures. It listened to them, but 
made no serious effort to corroborate or deny the ac- 
curacy of the statistics on that head. 

The question was raised in the late Commerce Court 
by the Lehigh Valley. It there claimed that its property 
was worth more than its capitalization. Many of the big 
systems have been and are still doing it. 


Property Investment Claims. 


While the Commission has heretofore kept away from 
attacking “property investment” claims, there is reason 
to believe that some references will be made to that 
feature of the case in the report on the rehearing, to 
indicate that, as soon as the valuation division has pro- 
ceeded a little farther, tests will be applied to property 
investment claims and a showing made as to how much 
money was put into various properties on which there 
have been stock dividends running from 25 to 150 per 
cent, even after great additions to capitalization during 
reorganization. 

The advanced rate case was not formally before the 
Commission for consideration at the November conference 
on Monday. It is a case handled by Chairman Harlan, 
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who was: still away on account of illness. As has 
been pointed out, it is barely possible, in the absence of 
the chairman, who has taken no part in the new case, 
for the Commission to become deadlocked, although, as 
also pointed out, there is no indication that any of the 
commissioners have changed their views. If they do not 
change, the decision will be four to two in favor of 
adherence, regardless of the position of the chairman. 

The influence of the White House and the demands 
from influential newspapers, regardless of the admitted 
importance of the matter, would be sufficient to cause 
the commissioners to give the case the right of way to it. 

If, as the weight of opinion seems to be, the com- 
missioners see no reason for making material changes 
in their first report and opinion, the sooner a decision 
is handed down, the sooner it is believed the railroads 
interested will undertake to get increased revenue by 
means of increased passenger fares and impositions on 
so-called special services. 

The Mountain Ice Co. is the only shipper, thus far, to 
file a supplemental brief on the reopened case. It stands 
by its original contention—namely, that rates on natural 
ice are now excessive and that the increase would simply 
result in decreasing the tonnage that particular company 
has been shipping, thereby defeating the primary purpose 
in making the increase. It pointed out at the first hear- 
ing how the companies serving it might increase revenue 
by 6 per cent and save 50 per cent in car service by 
making changes suggested by it and in its supplemental 
brief it reiterates its recommendations. 


Thorne Closes Argument. 

The renewed 5 per cent case went to the Commission 
immediately after the noon recess October 30. Clifford 
Thorne closed for those in opposition to the advance in 
what even those opposed to him admit was the strongest 
presentation he or anybody else has made: against the 
proposition that the railroads, at this time, have shown 
reasons why they should be allowed to increase their 
rates, 
George F. Brownell made the formal closing for the 
railroads. George Stuart Patterson, in charge of the case 
for the railroads, made a few supplementary remarks 
controverting some of the propositions as to income and 
expenses put forward by Mr. Brandeis the day before, 
but the Brownell presentation was really the summing up 
for’ the railroads. 

Clifford Thorne, in closing the case for the opposition, 
said that because there has been no change other than 
the completion of the figures for 1914 and the beginning 
of the war, there is nothing to this case other than a re- 
hash of the facts presented in the other hearing. He 
apologized to the Commissioners for going over them again. 
but offered as his excuse the fact that the railroads had 
done so. He reviewed the great increase in maintenance 
costs during the last few years and directed attention again 
to the fact that there has been a change in accounting 
which makes incomparable the figures unless there is an 
entire reconstruction of the accounts. 

As to property investment, about which the railroads 
have been talking much, he directed attention to one fact 
to show how unreliable an index it is. That fact is that 
the Erie property investment is placed at $170,000 per mile, 
the New York Central at $136,000 and the Pennsylvania 
only $116,000, and asked those who heard him to consider 
the nature of a claim which puts the property investment 
of the Erie above its capitalization, which, includes, as 
he said, the paper ground out by the printing presses of 
the late Jay Gould. 
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Addressing the railroad men directly, he summed up 
the case in this way: - 

“Larger cars, and larger trains, have reduced the 
costs to the railroads, but not to the public. This Com- 
mission has not enabled the consuming public, the ninety 
per cent who foot the bills, to share the financial benefits 
of reduced costs on freight traffic, growing out of the 
marvelous inventions and improved -methods that have 
revolutionized the railroad industry during the past fif- 
teen years. - 


“So long as competition lasted there was a constant 
decline in freight charges, as a whole. When competition 
ceased, that decline stopped. The average freight revenue 
per ton mile to-day is where it was 16 years ago. Your 
net revenues have increased as much during these past 
16 years as in all the prior years since the steam engine 
was invented. 

Stock Acquires Value. 


“Stock that originally was given away as a bonus has 
gradually acquired some substantial value under the kindly 
eare and protection of a beneficent Uncle Sam. Your rate 
of dividends on all oustanding stock in this district aver- 
ages almost double what it did 16 years ago, and almost 
treble what it did 25 years ago. i 

“During the past 10 years the average rate of dividends 
in this district has been more than one-half greater than 
it has been during the same period in Great .Britain, ac- 
cording to the official reports to Parliament. 

. “These dividends vary slightly from year to year. Not 
one year during the entire 10-year period did the average 
rate of dividends in Great Britain reach as high at 4 per 
cent; not one year during the entire 10 years did the 
average rate in this district fall as low as 4 per cent. 

“During the decade immediately prior to 1898, your 
net revenues increased about $100,000,000, while freight 
charges declined 25 per cent. To-day your net revenues 
in the United States, as a whole, are $400,000,000 greater 
annually than they were 16 years ago; while freight 
charges, as 4 whole, have not declined one iota. This is 
the old, old game of ‘heads I win and tdils you lose.’ 

“But you railroad men are not even satisfied with 
this. You now propose to raise American freight rates to 
a higher level. You propose to increase this tax burden 
at a time when the railroads have been able to maintain 
their properties better than ever before in their history. 
Your maintenance allowances last year, right here in this 
district, according to your own exhibit in this case, were 
$9,000,000 greater than ever before. In 1913 they were 
not as high as in 1914, but they were $60,000,000 greater 
than any other year in your history. 

“You propose to increase this tax burden at the end 
of a decade of unparalleled prosperity, at a’ time when, 
under ordinary circumstances, you have been able to earn 
a return above all operating expenses and interest and 
taxes, ranging from 7 per cent to 9 per cent, on all your 
capital stock, water and all, that is held by the public in 
any of these railroads, the strong and the weak, the Erie, 
Wabash, the C. H. & D., the New Haven, and all the rest 
put together in one lump sum. 

“If you railroad gentlemen are able to put that over 
on the American people, I shall congratulate you for your 
consummate ability. You will have earned your hand- 
some salaries for all the rest of your days on this earth. 

“If you gentlemen are able to put that over, that thing 
which will make this epoch famous for all time, the great 
miracle of the twentieth century will be the transformation 
of water into gold. This will be done by the magic wand 
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of the Interstate Commerce Commission. No other event 
in all recorded history is comparable to this, since that 
wedding feast two thousand years ago. The alchemists of 
the Middle Ages tried to turn metal into gold, but they 
failed. They should have tried water.” 


Parting of the Ways. 


Mr. Brownell said that he agreed that there had come 
a parting of the ways. He saw the Commission standing 
at the switch, one road continuing as present along the 
path of private ownership under public regulation, but 
the other to government ownership, the consummation 
desired by Mr. Thorne. 

The latter protested, but Mr. Brownell said that gov- 
ernment ownership was indicated as the end toward which 
Mr. Thorne is traveling by what he has said in public and 
private. Mr. Brownell then reviewed at length the facts 
which, to the railroad people, indicate the precipitation of 
the crisis by the coming of the war. 

“Those opposed to the advance had the Oct. 29 after- 
noon sesgion practically devoted to their side of the case. 
After consultation, it was agreed that as Louis D. Brandeis 
represented the Commission, he should discuss the case 
ahead of the closing for the two sides in opposition. He 
called attention to what he believes the failure of the rail- 
roads to keep within the letter of the order directing 
them to show what has happened since the first hearing 
was closed to warrant the modification asked for by them; 
to their failure thus far to do the things suggested by 
the Commission. He asked whether the Commission is to 
be made responsible for losses incurred by the railroads 
from mai] contracts and other phases of their business 
not directly under the control of the Commission. He 
said that even if the railroads must pay 1 per cent higher 
interest rates on the half-billion of bonds and notes, they 
must refund during the coming year, the burden on the 
funds set aside for dividends will amount to only $5,000,000. 

Charles M. Johnston and Frank Lyon for the Pitts- 
burgh Coal Co. protested that there is nothing in the rec- 
ord warranting any increase in coal rates. Mr. Lyon said 
he had intended making observations of the kind and char- 
acter of those made by Mr. Reynolds; inasmuch as they 
had been made, he did not take all the time allotted to 
him. 

F. H. Paulsen said: “The railroads have not pro- 
duced any testimony to warrant increased rates on cement. 
Hemlock lumber and hides alone produced greater car-mile 
revenue than cement. We feel that cement is now paying 
more than its fair share of the cost of transportation. 
From the Lehigh Valley cement pays 32.6 cents per ton- 
mile on a production of more than five million tons. We 
object to the relationships and have long been trying to 
get readjustments, but even aside from the question of 
rates from Pittsburgh to northern New York and New 
England, we object to placing larger burdens upon a com- 
modity that already yields such a large car-mile revenue.” 

Francis B. James, for the National Association of Pav- 
ing Brick Manufacturers, said that increasing rates on 
paving brick would have the effect of decreasing instead 
of increasing revenues, because paving brick is sold at an 
j.o.b. price point of delivery on graduations of one cent 
per square- yard of brick to be laid. He said the munici- 
palities which buy paving brick have just as much 
trouble in selling bonds as the railroads. A five per cent 
increase, he said, will restrict the hauls on brick. 

Charles M. Johnston and Frank Lyon, for the Pitts- 
burgh Coal Co., called attention to the fact that the testi- 
mony as to coal is a minus quantity as to the time. 
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PERSONAL NOTES 


The Lehigh Valley Railroad recently announced the 
appointment of William T. Grier as general traffic man- 
ager of the system, in charge of both passenger and 
freight traffic, reporting to T. N. Jarvis, vice-president 
of the company. His headquarters will be at the gen- 
eral offices. of the company in New York. Mr. Grier’s 
railroad career began in 1883, when he entered the serv- 
ice of the Philadelphia & Reading Railroad as an office 
boy. Later he was with the Beech Creek Railroad, 





afterwards absorbed by the New York Central & Hud- 
son River Railroad, in charge of both freight and pas- 
senger traffic. 


Mr. Grier came to the Lehigh Valley 





WILLIAM T. GRIER. 


Two 


Railroad on June 1, 1906, as general coal agent. 
years ago his duties were extended to include some of 
the merchandise freight traffic, and his title was made 
general coal and freight agent. 


J. J. Monks is appointed general agent of the New 


York Centra] Lines at Pittsburgh, vice F. D. Hurst, 
transferred. 
H. L. Shepherd has been appointed foreign freight . 


agent of the Chicago, Rock Island & Gulf Ry., with 


headquarters at Galveston, Tex. 


The Toledo, St. Louis & Western Railroad Co. an- 
nounces that, by reason of the receivership, the title of 
B. C. Stevenson, vice-president in charge of traffic, is 
changed to general traffic manager. There are no 
changes in the duties or jurisdiction of Mr. Stevenson. 


Walter Lee McGill, secretary 
Freight Association, died October 
Atlanta, Ga., after an illness of 


of the Southeastern 
27 at his home at 
three years, during 
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which time he transacted his business at his home. He 
Was one of the best-informed railroad freight rate men 
in the South, and was noted for his excellent memory. 


The Queen & Crescent announces: the following 
changes and promotions, effective November 1: John 
G. Hill, commercial agent, Chicago, Ill., vice H. Osborn, 
retired; E. W. Mihm, commercial agent, Pittsburgh, Pa., 
vice John G. Hill; J. W. Piatt, commercial agent, Meri- 
dian, Miss., vice E. W. Mihm; George W. Frank, travel- 
ing freight agent, Cincinnati, O., vice B. Q. Gasner; 
John J. Scully, soliciting freight agent, Cincinnati, O., 
vice George W. Frank. B. Q. Gasner is appointed travel- 
ing freight agent Queen & Crescent Despatch, Cincin- 
nati, O., vice J. W. Piatt. 


KANSAS CITY STOCK YARDS CASE 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


With much greater displays of personal feeling than 
is common in arguments before the Interstate Com- 
merce Commission, attorneys for the opposing interests 
in the complaint of the Atchison, Topeka & Santa Fe 
et al. against the Kansas City Stock Yards Co. argued 
out that matter Saturday afternoon, October 24. The 
Commission allowed the lawyers only two hours. H. G. 
Herbel, H. A. Scandrett and T. J. Norton discussed the 
case for the railroads, which are seeking to have the 
Commission issue an order striking from its files the 
stock yards company’s tariff, which became effective 
last April and under which the railroads using the 
stock ..yards tracks are compelled to pay 75 cents 2 
car in addition to the fee for unloading. 

In their brief and argument the railroads treated 
the’ matter as an attempt on their part to awaken the 
defendant to a realization of the progress that has been 
making in the last decade in the elimination of a prac- 
tice which they assert has been under the reprobation 
of right-thinking people since 1900, and which the stock 
yards people, as the railroads say, introduced 14 years 
after the reprobation began. 

The personal feeling displayed in the argument was 
indicated by interruptions and flat contradictions as to 
what the record shows, and finally a query by H. G. 
Wilson as to how often T. J. Norton hoped to reargue 
his case, by means of interruptions, after the time 
allotted by the Commission had expired. 

Luther Walter argued for the stock yards company 
and H. G. Wilson for the Commercial Club of Kansas 
City, which intervened in behalf of the stock yards peo- 
ple, on the theory that the Kansas City stock yards were 
not up to date until the recent change was made, and 
that by reason of their deficiency the Kansas City live 
stock market was falling behind competitors. 


In their brief and argument Messrs. Norton, Scand- 
rett and Herbel treated the attempt of the stock yards 
people as an effort by the Morris packing interests to 
extort a rebate from the railroads by imposing a charge 
for trackage on the theory that the stock yards are 
furnishing a facility of transportation for which the 
railroads have not been paying. They also contended 
that the stock yards interests are trying to make it 
appear that the tracks they own and operate constitute 
transportation facilities within the meaning of the deci- 
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sions in the tap-line and sugar lighterage cases, when, 
as a matter of fact, there is less ground for so holding 
them than there was for the courts to make the deci- 
sions they did in those cases. 

“The stock yards company has never carried any- 
thing,” asserted Mr. Scandrett. “It uses its tracks for 
its own purposes. The Union Pacific had unloading 
pens until it was compelled to raise its tracks, and 
then it made arrangements with the stock yards com- 
pany to use its pens. It is now condemning land to 
enable it to again furnish unloading chutes which will 
be its own. . 

Mr. Herbel argued that even if the stock yards con- 
stitute a common carrier, they cannot force the other 
railroads to enter into contractual relations by publish. 
ing a tariff in which the connecting carriers do not con- 
cur. He remarked that if the stock yards company is 
allowed to succeed in its scheme every elevator and 
every industry in the country having a sidetrack, or 
the money to build one, will incorporate as a common 
carrier, publish a tariff and proceed to take a rebate 
under pretense of furnishing a transportation service. 


Luther Walter contended that in this case every 
element that enabled the. Commission to make its tap- 
line and industrial railways decisions is lacking. There 
is no shipper or receiver of freight having any interest 
in the stock yards. The stock is consigned to commis- 
sion men. The stock yards company takes the cars 
from the connecting railroads and places them at pens 
designated by the consignees and unloads them. It 
collects freight from the consignees—in no case either 
Morris or the stock yards company—takes out its fees 
and returns the balance to the trunk lines. 


“It is not a manufacturer or dealer in any com- 
modity,” said Walter, “nor is it a consignor or consigne= 
of live stock, and this is expressly conceded in com- 
plainant’s brief, the admission being in these words: 
‘The defendant in this case is neither’ (shipper nor 
carrier).” 


The stock yards lie in both Kansas and Missouri, 
and the connecting railroad, built by the stock yards 
company, passes under the rails of some of the com- 
plaining carriers. The Kansas Public Utilities Commis- 
sion decided that the connecting railroad is not a com- 
mon carrier, and the railroad attorneys treated it as 
merely a part of a plan to get something from the rail- 
roads. They put into their brief a table showing that, 
as already started on a career of high finance, as they 
assert, the stock yards has put out capitalization amount- 
ing to $21,000,000, on which, they suggested, it will seek 
to make rates high enough to make a reasonable return. 

The stock yards company collects all the money on 
cattle, both the purchase price and the freight charges, 
and then distributes it to those entitled to some part of 
it. The railroad lawyers asserted that it holds out 75 
cents per car as trackage pay, “by main strength.” 

Prior to the stock yards case, arguments were made 
in transit privileges as to loading stock, two cases 
initiated by the Commission, and the formal complaints 
against the Chicago & Northwestern by Martin and Son 
and Hoyt & Berger, C. C. Wright, for the defendants, 
being the only one to present oral arguments, the other 
attorneys filing briefs. Mr. Wright and R. B. Scott, for 
the carriers, and Dwight N. Lewis argued I. & S. Ne. 
443, pertaining to ratings on live poultry in Western 
Trunk Line territory. 
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The Open Forum 


A Department for the Discussion by Patrons and Friends of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men Who Keep in Touch With the 
Times—Contributions Are Welcomed 


KIND WORDS FROM A READER 


Editor THE TRAFFIC WORLD: 

As a subscriber and reader of THE TRAFFIC WORLD, 
I desire to express myself as follows: 

THE TRAFFIC WORLD is an issue that is needed by 
every person holding a responsible position in the trans- 
portation world to-day. In its issues are found items 
of interest—items of knowledge—items of accuracy—and, 
above all, items of complete efficiency., No doubt but 
what the consular and trade reports are of great impor- 
tance to the export and import business. The same can 
be said of the reports of the Interstate and state com- 
missions as to domestic trade. 

In the issues of THE TRAFFIC WorRLD are found the 
results of experience of others. 

Now, as it is said: “To learn by experience is 
dear—but to learn by experience of others is wise.” To 
accomplish this the wise way read THE TRAFFIC WoRLD. 

O. R. Marlin, Agent, St. L. & S. F. Ry. 

Burdette, Ark., Oct. 26, 1914. 





A CORRECTION 


a 


Editor THE TRAFFIC WORLD: 

In your issue of Oct. 17, 1914, on page 738, under 
the head of “Log Rates Discussed,” you refer to J. V. 
Lyle as being president of the Pacific & Idaho Northern 
Railway and as appearing before the Interstate Com- 
merce Commission in connection with the case of the 
Boise Lumber Co. et al. against the P. & I. N. Ry. Co. 
and the Oregon Short Line R. R. Co. You further state 
that Mr. Lyle apologized for presuming to appear “since 
he is no lawyer.” I wish to point out that both state- 
ments are incorrect. In the first place, Mr. J. V. Lyle 
is not the president of the P. & I. N. Ry., and did not 
appear at the hearing in Washington at all. It was the 
undersigned who appeared before the Commission as 
president of the P. & I. N. Ry. and made the oral argu- 
ment in behalf of this company. 

Furthermore, Mr. Lyle, -had he appeared, would, I 
am sure, have no apologies to make, and would prob- 
ably resent the imputation that “he is no lawyer,’ since 
the gentleman is a member of the legal profession of 
high standing, employed, I believe, as assistant general 
attorney of the Oregon Short Line R. R. Co. 

Edgar M. Heigho. 

New Meadows, Ida., Oct. 28, 1914. 


THE PANAMA CANAL 


Editor THE TRAFFIC WORLD: 





The Panama Canal and its:effect on the traffic of«xate i 
the country had considerable attention before that sir Freight r 


waterway was opened. At that time it was a the a 
now it is a condition—and if the steamship peor” as 
have been induced to give their side at the ~imfoT™™ 
ing before the Commission some intere” 

tion might have been gleaned. 


nd yegtiables, barley, 
as well. if not better. 


But the steamship people have steadily kept aloof 
from the “benevolent despotism” of the Commission by 
declining to issue through bills of lading from or to 
interior points or naming through rates. Now comes a 
decision of a high court to the effect that conferences 
and conference agreements and methods are not repug- 
nant to the law, and we may see a Panama-Pacific con- 
ference which will “button up” this traffic and make it 
“brass bound and copper fastened.” 

Some of these conferences are interesting because 
of the ingenious .methods employed. They perpetrate 
that ancient custom of charging primage, which is re- 
funded to favored shippers, provided said shippers have 
not patronized lines outside the conferences. The con- 
signees, or shippers, rarely benefit by this refund of 
primage; it is usually refunded to forwarders or commis- 
sion merchants. It is a rebate in its most virulent and 
offensive form. 

Now as to rates via Panama. To a correct under- 
standing of this matter it is necessary to consider it 
from a steamship standpoint strictly. We will say that 
a ship is worth $1,000 per day. In other words, if the 
vessel were chartered the charter money would be that 
amount. Now, say that a voyage from the North At- 
lantic to the Pacific occupies 20 days, plus tolls of $4,000. 
Then the cost of a ship for the outward voyage figures 
as follows: 





Twenty Gays’ steams: 2. ssid. hic Pie codeark $20,000 
OED sis vob scares tae Se era eat ees < coe ere tie tae 4,000 
Ten days, lay days, loading and discharging....... 1,000 
Stevedoring, 9,000 tons, at 40...........c.cceceees 3,600 

Ten per cent incidentals, wharfage, administrative, 
Ee cinco 4 oes cted Somes Seeds sehen eee 2,500 
$31,100 


This is a liberal estimate. A recent voyage to tP 
Pacific occupied 16 days’ steaming, and the a» 
would figure about 19 days for a ship of this ~teel 

Now let us consider earnings. A recepsie high- 

a North Atlantic port covered upwarcon. There- 
at average rate of $8 per ton. M/ find, therefore, 
and iron at $6 per ton, but there 


grade freight paying as high ............--- $64,000 
fore $8 per ton is a fas eee eee 31,100 
as, follows: , coer 
NS 0G BF. 5a o sen neny er eetntete tee $32,900 
Expenses ...“ mon eastward 


sie : 
_-vecord of a cargo of sa 
Balex45,000 cases. Assuming that salmon wae 
ie wees we have the following figures: 


poo cases at 60 pounds COCR ..2 cues 8,200,000 — 
per 100 SIRE atnierer nies oe pete 


SURG ves v0 ste sian cetacrenees . 
dities, such as dried and canned fruits 


mmo 
Other co lumber, etc., will probably pay 
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There have cleared recently from the Pacific coast 
several extra vessels, among them a steam schooner all 
loaded with lumber and Pacific coast cargo. These 
vessels must go back, and will certainly not go back 
empty. A great deal of stress has been laid upon the 
movement of iron from the Pittsburgh district. It is 
well known that these steamers must have heavy bot- 
tom cargo for stability. Bearing this in mind, and con- 
sidering the cost of handling, it is readily seen that the 
present ocean rate of $6 per ton is not a stable one. 

It is to be observed that up to this time the vast 
possibilities of the Orient have not been touched. Great 
cargoes of hemp, tea, sugar, etc., are among the east- 
bound possibilities, and in return the heavy movement 
of cotton and cotton products, iron, etc. 

This is the present situation. This article can hardly 
cover all the changes and possibilities which the future 
has in store. The ports of Boston, Providence, New 
Orleans, etc., are preparing by the proceeds of public 
taxation improved terminals; the waterways are being 
deepened and the whole machinery for moving and 
handling freight is being improved and developed, and 
all the indications are that our future development is 
on the water. 

J. D. Hashagen, 
Freight Traffic Manager American Glue Co. 
Boston, Mass., Oct. 23, 1914. 


SEPTEMBER RAILROAD FIGURES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Butlding, Washington, D. C. 


The first summary of operating revenues and ex- 
penses for September was made public by the Commis- 
sion on November 3. It covers the returns of 106 roads 
with a mileage of 133,542. That is an unusually large 
number of roads to be included in the first report. 
Whether the greater promptness of returns is due to a 
change in the form or to the fact that the accounting 
forces are not as busy as they have beén, is not known. 
The summary shows: 

Operating revenues for the country as a whole de- 
clined from $173,561,213 to $164,137,413. Operating ex- 
penses also declined from $119,666,989 to $110,395,665, 
causing an increase in the net from $53,694,224 to $53,- 
741,748. Owing to the increase in mileage during the year, 
however, the net per mile fell from $406 to $402. 

In the eastern district operating revenues declined 
from $82,861,318 to $77,273,442. Operating expenses de- 
clined from $59,577,493 to $52,904,052, causing an increase 
in the net revenue from $23,282,825 to $24,369,390, or 
from $607 to $635 per mile. 

In the southern district operating revenues declined 
from $24,753,982 to $22,603,651. Operating expenses fell 
from $17,997,621 to $16,989,830. The net fell from $6,758,- 
361 to $5,613,821, or from $250 to $206 per mile. 

In the western district the operating revenues fell 
from $65,943,013 to $64,260,320, and the operating expenses 
also fell from $42,091,675 to $40,501,783, causing a de- 
cline in the net from $23,852,038 to $23,758,537, or from 
$354 to $349 per mile. 

During the fiscal year which began July 1, the net 
for the country as a whole fell from $1,151 in 1913 to 
$1,140 for 1914. In the eastern district it rose from 
$1,838 to $1,878. In the southern district it fell from 
$655 to $620, and in the western district from $960 to 
$932. 

Another summary 





of September railroad figures, 
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bringing the report up to data in hand November 4 cov- 
ering 141 roads with a mileage of 190,950, leaves the 
figures showing the same general result—an increased 
net for the roads in the eastern district because of heavy 
reductions in expenses and a net slightly smaller for 
the country as a whole, with a marked decrease in the 
southern district, The net for the country as a whole 
fell from $405 to $403 per mile. In the eastern district 
it rose from $606 to $648. In the southern it fell from 
$248 to $198, and in the western from $359 to $353. 

For the three months of the current fiscal year the 
country as a whole shows a falling off from $1,142 to 
$1,135. In the eastern district an increase from $1,823 
.o $1,881. In the southern a fall from $663 to $606, and 
in the western from $954 to $949. 

The increased net is due wholly to the reduction in 
expenses. The operating income, in all parts of the coun- 
try, fell off, indicating a shrinkage in the volume of 
business. The impression is that the heavy exports, on 
account of the war, will show an improvement when 
the October figures begin coming out, in December. - 


ARGUMENT IN IOWA COMPLAINT 


The Commission heard arguments November 4 in 
the formal complaint of the Iowa railroad commissioners 
against the Santa Fe and others and I. and S. No. 409, in 
which the complainants and protestants attack the rea- 
sonableness of the advance of two cents on sheep in 
double-deck cars and cattle from on and west of the 
Colorado common point line to markets on the Missouri 
and Mississippi rivers and to Chicago. The advances 
are not to all markets nor from all points, said H. A. 
Scandrett, who undertook the justification. He said the 
desire is to line up rates by raising low points and to 
establish charges that will cause live stock to pay its 
fair share of the cost of moving the traffic. O. W. Dynes, 
R. B. Scott and J. C. McMurry also defended the under- 
taking of the carriers, while S. H. Cowan, A. F. Stryker 
and J. H. Henderson contended that the railroads have 
not borne the burden placed upon them by the law. 
They contended that the carriers have not shown any 
increase in cost during the last ten years, when the 
greater capacity of cars and engines is taken into ac- 
count and the special services for which they are now 
contending, Judge Cowan in particular contended, are 
not really such. He criticized the carriers for asserting 
that the carrying of caretakers is an expense for the 
railroads, when, as a matter of fact, he said, it is an 
expense to the shipper, because the railroads do not 
perform their fuli duty in providing for the safe trans- 
portation of the live stock. Mr. Stryker represented the 
South Omaha Live Stock Exchange and Judge Hender- 
son the Iowa railroad commissioners. 





INCREASED RATES FILED. 

Railroads in Central Passenger Association territory 
November 2 filed with the Interstate Commerce Commis- 
sion advances in interstate passenger fares that will put 
the charges on a 2%-cent-a-mile basis. The rates are 
effective December 1, unless suspended by the Commis- 
sion. The increases are filed in accordance with the 
decision of the Commission in the advanced rate case 
last July, in which the carriers were advised to look to 
their passenger traffic for increased revenue. The new 
rates affect all roads operating in the territory north of 
the Potomac River, east of the Mississippi River and 
west of Buffalo, Pittsburgh and Wheeling. 
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Conducted by 
CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 
In this department we shall answer simple questions relat- 


Ing to the law of interstate transportation of freight. Readers 
desiring special service by requiring immediate answer may 
secure privately written answers to their inquiries by the pay- 
ment of a small fee, given on application. 

Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


Carrier’s Liability for Special Damages. 


Washington.—‘Will you kindly advise, through your 
Legal Department columns, to what extent the carriers 
are liable under the following circumstances: A mer- 
chant buys from an eastern point machinery which is 
shipped by L. C. L. freight. Upon arrival at destina- 
tion it is found that an important part of the machinery 
has been lost in transit, and it is impossible to oper- 
ate machinery without it. As the machinery is for a 
special contract, the merchant immediately orders from 
the manufacturers the part of machinery lost and re- 
quests that same be sent by express, as all work on 
the contract will be delayed until the arrival of this 
shipment. Consignee is put to the expense of keeping 
the crew, which is made idle because of the loss of 
the part’ of machinery. Nine days elapsed from the 
time lost portion of machinery was ordered by tele- 
graph until its arrival at destination by express, the 
manufacturers being obliged to manufacture the special 
part lost, and the express company delivering the ship- 
ment in exceptionally good time.” 

The above question involves the point as to the 
right of an owner to recover special damages. Special 
damages are such’ as usually arise from circumstances 
that were unknown to the carrier at the time of accept- 
ing the goods for transportation. It is a well-settled 
rule of law that special damages can be recovered from 
the carrier when the transportation has been delayed 
only when it is shown that the shipper informed the 
carrier at the time the contract was made of the spe- 
cial circumstances requiring expedition in t@e shipment. 
Under this interpretation of the law the courts have 
frequently held that the loss of profit, or of time, or of 
the wages of men, etc., pending the arrival of the orig- 
inal shipment, or a duplicate part of the lost or dam- 
aged shipment, were special circumstances that the 
carrier could not have had in contemplation at the time 
of executing the contract at the time of carriage and 
could not be held liable to the extent thereof. That is, 
such losses neither flowed naturally from the breach 
of the contract nor were the special circumstances com- 
municated to or known by the defendants. 

If, therefore, the shipment above described was not 
affected by the special circumstances, as above stated, 
and it moved under the Uniform Bill of Lading, the 
carrier’s liability for the loss in transit of a part of a 
shipment would extend only to the invoice price of such 
lost part at the place and time of shipment; and while 
the courts have generally held that the owner cannot 
collect from the carrier the amount of express charges 
paid on a duplicate shipment sent in place of a lost or 
damaged one, yet the Interstate Commerce Commission 
takes the view that the carrier should transport the 
second shipment of the same kind to take the place 
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of the first without any additional transportation charges. 
Larking Co. vs. Erie & Western Transportation Co. et al., 
24 I. C. C., 645 (see page 258 of the Aug. 10, 1912, issue 
of The Traffic World). 

* a * ~ 
Inherent Nature of Shipment Resulting 
Partly from Carrier’s Fault. 


New York.—“We made shipment of car of alfalfa 
hay in bales from San Francisco, Cal., to Coney Island, 
N. Y. This product, by reason of great shrinkage, does 
not allow of handling- in transit from one. car to another, 
and this fact has been explained time and again to all 
interested carriers. When this particular car was de- 
livered to one of the intermediate lines it was trans- 
ferred to another car, and an additional transfer from 
this reload was made by the delivering carrier into 
three other cars, on account of car being too large to 
go over their rails. The loss sustained through shrink- 
age due to these transfers was 1,023 pounds, with a 
market value of $38.40 per ton. The railroad declined 
our claim, owing to proper number of bales having 
been delivered, and they also declined all responsibility 
for losses of this nature.” 

A carrier cannot be held liable for losses which have 
been caused by the inherent nature of the goods, and 
so, where the shrinkage is owing to its own inherent 
nature or the quality of the article itself, the carrier 
cannot be liable for a short delivery. But this is so 
on the assumption that the carrier itself is not at fault. 
If its negligence, or misfeasance, aggregated the loss 
it would be liable to that extent, particularly so if it 
hag previous knowledge of the tendency of a given 
article to shrink by the doing of a certain thing. How- 
ever, it may be difficult to establish by competent evi- 
dence the extent of the carrier’s liability when the 
article is delivered in its original packages or bundles. 

ca x ES 
Dunnage Allowances on L. C. L. Shipments. 

Ohio.—‘We have made a number of less-than-car- 
load shipments destined to points in all three classifica- 
tion territories, consisting of automobiles, set up, not 
crated or boxed. The dunnage, which sometimes con- 
sists of wooden wheel blocks and sometimes of iron 
wheel braces and hold-down irons, we always show on 
our bills of lading at actual weight. Some of our cus- 
tomers and agencies have been complaining that they 
are being charged for this dunnage at the automobile 
rating, and they have asked us to omit the weight of 
same from our bills of lading. We have been under 
the impression, in the light of Rules 11 and 17, in the 
Southern Classification, Rules 6 and 19, in the Official, 
and Rules 17 and 27, in the Western, that dunnage 
should be shown on bills of lading of less-than-carload 
shipments, and that it was properly chargeable at the 
automobile rating. Would be glad to have the opinion 
of THE TRAFFIC WORLD in the premises. 

“Most of the carriers’ schedules contain provisions 
in reference to the matter of allowance of weight, as 
dunnage, and require shippers to indicate on their ship- 
ping instructions the actual weight of the dunnage 
so that any weight in excess of the allowance 
might be charged at the rate applicable to the ship- 
ment itself. In addition, the Interstate Commerce Com- 
mission specifically held, in the case of “Dunnage Al- 
lowances,” 30 I. C. C., 545 (see page 48, July 11, 1914, 
The Traffic World), that less-than-carload shipments 
are not subject to any allowance. It would, therefore, . 
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follow that a shipper of L. C. L. freight must, in ac- 
cordance with tariff requirements, specify the actual 
weight of dunnage, and must also pay freight charges 
thereon at the same rate as applies to the article 
shipped. In fact, the Commission is showing a dispo- 
sition to require the carriers to disallow any weight 
free of charge, as dunnage, whether shipped in car- 
loads or in less than carloads. In the above entitled 
case the Commission permitted the carriers to cancel 
from tariffs applying in Southwestern territory provisions 
for dunnage allowances on shipments in closed cars. 
In this proceeding many automobile manufacturers ap- 
peared as protestants. The Commission held that, “in 
view. of the fact that the substitution of dunnage for 
the more expensive boxes and crates and other pack- 
ing materials in respect of most of the commodities 
discussed is of advantage to the shipper and reduces 
the gross weight upon which freight charges must be 
paid, we think it not inconsistent that the carriers 
should receive revenue for the total weight hauled.” 
* * * “Tf a shipper elects to dispetise with the use of 
boxes, crates and other packing, which might be avail- 
able for further use, and upon the full weight of which 
the carrier would receive freight charges, we think the 
carrier offering equipment which would otherwise ade- 
quately take care of the shipment is entitled to revenue 
for the gross weight transported.” 


* * x 
Liability of Telegraph Company for Errors in Trans- 
mitting Messages. 


you kindly advise us if the Postal 
is liable where a mistake is 


lowa.—‘‘Will 
Telegraph & Cable Co. 
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made in transmission of a cablegram resulting in a loss 
to the sender? To illustrate: A cablegram sent to 
London via the Postal Telegraph & Commercial Cable 
Co. was transmitted correctly to New York, but a mis- 
take was made from New York to London by the cable 
company, resulting in the quotation of a lower price 
than quoted in the sender’s cablegram when transmitted 
as far as New York, the lower price being accepted by 
the receiver.” 

The liability of a telegraph company for mistakes 
in transmission of telegram or cablegram is frequently 
dependent upon the stipulations of the contract printed 
on the back of the form. The blanks in common use 
contain a printed stipulation to the effect that the com- 
pany will not be liable for mistakes or delays in trans- 
mission of a message beyond the amount received for 
sending the same, unless it is ordered repeated. While 
the validity of this stipulation is not uniformly main- 
tained by the authorities, yet the better authorities 
regard it as valid, and some of these are the United 
States Supreme Court of California, Massachusetts, Michi- 
gan, New York and Pennsylvania. In the Federal Su- 
preme Court and the courts of several of the states 
the stipulation as to repeating messages is declared to 
be a valid and binding one; that it comes within the 
rule that every company engaged in a public under- 
taking may provide for the conduct of its business rea- 
sonable rules and regulations, to which all contracts 
with it are subject. These reasons proceed from the 
ground that the extra charge for repeating is reason- 
ably small, and if the sender fails to order his message 
repeated he is presumed to have preferred to have 
assumed the risk. 





Docket of The Commission . 


Note.—Items in the Docket marked with an asterisk (*) are 
new and were not carried in the publication before last Satur- 
day. Cancellations and postponements announced too late to 
make the change In this Docket will be noted elsewhere. 
November 9—St. Louis, Mo.—Examiner Flynn: 

6701—T. J. Moss Tie Co. vs. Sou. Ry. Co. 

6755—Anheuser-Busch Brewing Co. vs. C. R. I. & P. Ry. Co. 
et al. 

7130—Acme Cement Plaster Co. vs. G. R. & I. Co. et al. 

7124—Merchants’ Exchange of St. Louis vs. C. & A. R. R. Co. 


November 9—Topeka, Kan.—Examiner Pattison: 
7040—A merican Cement Plaster Co. vs. S. A. L. Ry. Co. et al. 
6119—Public Utilities Commission for the State of Kansas vs. 
Ala. & Vicks. Ry. Co. et al. 
6228—Topeka Traffic Assn. vs. Ala. & Vicks. Ry. Co. et al. 
6024—Topeka Traffic Assn. vs. A. T. & S. F. Ry. Co. et al. 
6235—Topeka Traffic Assn. vs. C. R. I. & P. Ry. Co. et al. 
7024—Topeka Traffic Assn. vs. Ahnapee & Western Ry. Co. 
et al. 
November 9—Dayton, O.—Examiner Bradley: 
1. & S. 444—Regulations restricting the shape of baggage. 
November 9—Chicago, Ill.—Examiner Kelly: 
6757—Pluto Powder Co. vs. Ann Arbor R. R. Co. et al. 
1. & S. 467—Cement rates from Salt Lake City, Utah, and 
other points to Butte, Mont., and other destinations. 


November 10—S't. Louis, Mo.—Examiner Flynn: 
7013—Sodeman Heat and Power Co. vs. Ill. Cent. R. R. Co 


t al. ‘ 
6751—Robt. W. Fullerton and B. J. Robbe, commissioners in 
liquidation of Athens Lumber Co. 

7084—Knight Mercantile Co. vs. Wabash R. R. Co. et al, 

November 10—Chicago, Ill_—Examiner Kelly: 

|. & S. 458—Anthracite coal rates to Chicago Tll., and other 
points. 

6964—Chicago Wool Co. et al. vs. C. M. & St. P. Ry. et al. 

November 11—Chicago, Iil—Examiner Kelly: 

|. & S. 469—Grain from Milwaukee, Wis., to New York, N. Y., 
via Manitowoc, Wis., and across lake. 

1. & S. 500—Reshipping rates on grain and products from 
Milwaukee, Wis., to New York, N. Y., and other points, via 
Chicago, Ill. 

1. & S. 497—Rates on hay to Chicago, Ill. 

November 11—St. Louis, Mo.—Examiner Flynn: 
ener A. Zelinicker Supply Co. vs. C. R. I. & P. Ry. 
o. et al. 


6972—Walter A. Zelinicker Supply Co. vs. St. J. & G. R. R. 


Co. et al. 
7039—Hunkins-Willis Lime and Cement Co. vs. Illinois Centra} 
R. R. Co. et al. 
6831—Powell & O’Rourke vs. St. L. I. M. & S. Ry. Co. et al. 
November 11—Argument at Washington, D. C.: 
6324—In the matter of rates on bituminous coal from pointe 
in Virginia, West Virginia, Kentucky and Tennessee, to 
points in Virginia, North Carolina, South Carolina, Georgia 
and Floridg. 
5504—Cotton Mfrs. Assn. of South Carolina vs. Caro C. & O. 
of S. C. et al. 
6505—Belton Mills et al. vs. N. & W. Ry. et al. 
5583—Columbia Laundry Co. et al. vs. Sou. Ry. Co. et al. 
November 11-12—Argument at Washington, D. C.: 
6587—Columbia Laundry Co. et al. vs. Caro C. & O. et al. 
6667—Tomlinson Chair Co. et al. vs. Va. & S. W. Ry. Co. et al. 
6813—Lynchburg Cotton Mill Co. vs. N. & W. Ry. Co. et al. 
5836—City of Spartanburg, 9S. C., vs. Caro C. & O. et al. 
6992—Black Mountain Cor. vs. L. & N. et al. 


November 11—Cleveland, O.—Examiner Bradley: 
6843—American Steel and Wire Co, vs. Ala. & Vicks Ry. Co. 


et al. 
6942—Karrenbrock Milling Co. vs. C. B. & Q. R. R. Co. et al. 


November 12—St. Louis, Mo.—Examiner Flynn: 
oe ee ere Lumber Co. vs. St. L. & S. F. 
‘ . @ aL 


November 13—St. Louis, Mo.—Examiner Flynn: 
6529—Ireland & Rollings vs. St. L Ss. ¥. R. BRB. Co. .et al: 
(Also Fourth Section Application.) 
7108—Texas Unit Construction Co. vs. N. O. T. & M. R. R. Co. 
et al. (Also Fourth Section Application.) 


November 13—Chicago, Ill.—Examiner Kelly: 
1. & S. 420—Switching charges on coal and coke within the 
Chicago switching district. 
6821—David Rutter & Co. vs. C. & N. W. Ry. Co. et al. 
6851—Globe Coal Co. vs. Erie R. R. Co. et al. 
a W. Gilmore & Co. et al. vs. C. & N. W. Ry. Co. 
et al. 
4875—-George Mill & Co. et al. vs. C. M. & St. P. Ry. Co. et al. 
6526—Geo. R. Hinners Co. vs. Norf & West. Ry. Co. et al. 
November 13—Argument at Washington, D. C.: 
6572—Campbell’s Creek Coal Co. vs. Ann Arbor R. R. Co. et al. 
6584—Campbell’s Creek Coal Co. vs. Ann Arbor R. R. Co. et al. 
5651—H. C. Dickinson et al. vs. Ann Arbor R. R. Co. et al. 





November 7, 1914 


4696—Charles Boldt Co. vs. C. R. I. & P. Ry. Co. et al. 

6000—Federal Glass Co, et al. vs. C. R. I & P Ry. Co. et al. 

6675—Dan & Fussell vs. Gilmore & Pittsburgh R. R. Co. 

6423—Street Brothers’ Machine Works vs. Sou. Ry. Co. 
November 14—Argument at Washington, D. C.: 

6106—Bott Bros. Mfg. Co. vs. C. B. & Q. R. R. Co. et al. 

6439—Pulp and Paper Mfrs. Traffic Assn. vs. D. S. S. & A. 

Ry. Co. et al. 
6474—Spoke Mfrs. Assn. et al. vs. St. L. S. W. Ry. Co. et al. 


err 16—New York, N. Y. (Waldorf Astoria)—Examiner 


y: 
* 1. & S. 361—Rail-lake and rail rates to St. Paul, Minn. 
* 6512—Minneapolis Civic and Commerce Assn. et al. vs. Algoma 
Central & Hudson Bay Ry. Co. et al. 


November 16—Washington, D. C.—Examiner Horton: 
* 4474—Armfield Co. vs. A. C. L. R. R. Co. 


November 16—Kansas City, Mo.—Examiner Flynn: 
=o ee Grain Co, et al. vs. Union Pac. R. R. Co. 
e : 


6349—Peet Bros. Mfg. Co. vs. Ill. Cent. R. R. Co. et al. 

7064—Koshkonog-Bransville Fruit Shippers’ Assn. vs. St. L. 
& S. F. R. R. Co. et al, 

6949—Ingham Lumber Co. vs. C. R. I. & P. Ry. Co. et al 


November 16—Argument at Washington, D. C.: 
1. & S. 405—Transcontinental class and commodity rates to 
and from Marysville, San Jose and Santa Clara, Cal. 
6717—San Jose Chamber of Commerce et al. vs. A. T. & S. F. 
Ry. Co. et al. 
6783—Drake Marble and Tile Co. vs. N. Y. O. & W. Ry. Co. 


et al. 
6827—Drake Marble and Tile Co. vs. Sou. Ry. Co. et al. 


November 16—Hearing at Washington, D. C.: 
6370—In the matter of rates, practices, rules and regulations 
governing the transportation of iron ore. 
November 16—Allentown, Pa.—Examiner Bradley: 
6776—Lehigh Portland Cement Co. vs. B. & O. S. W. et al. 
November 16—Denver, Colo.—Examiner Pattison: 
6917—Hayden Bros. Coal.Corporation et al. vs. D. & S. L. R. 
R. Co. et al. 
November 17—Boston, Mass.—Examiner Bowers: 
* 7203—American Woods Corp. vs. Sou. Ry..Co. et al. 
* 7350—Barrett Mfg. Co. vs. B. & M. R. R. et al. 
November 17—Washington, D. C.—Examiner Horton: 
* 7049—Williamsburg Lumber Co. vs. Gulf & §S. IL R. R. Co. 


et al. 
* 3768—F. M. Kirby & Co. et al. vs. Pa. Co. et al. 


November 17—Denver, Colo.—Examiner Pattison: 

1. & S. 519—Increased passenger fares via the Denver & Rio 
Grande R. R. through the Ogden and Salt Lake City gate- 
ways, 

November 17—Kansas City, Mo.—Examiner Flynn: 

6820—J. G. Peppard Seed Co. vs. A. T. & S. F. Ry. Co. et al. 

6804—Hammond Bros. vs. C. B. & Q. R. R. Co. 

6711—Foster Lumber Co. vs. G. C. & S. F. Ry. Co. et al. 


November 18—Kansas City, Mo.—Examiner Flynn: 
7202—Peet Bros. Mfg. Co. vs. A. T. & S. F. Ry. Co. et al. 
a & Dewey Lumber Co. vs. St! L. & S. F. R. R. 
oO. et al. 
7014—Warerman Lumber & Supply Co. vs. St. L. & S. F. 
R. R. Co. et al. 
November 18—Chicago, Ill—Examiner Kelly: 
— fo of Commerce of Freeport, Ill., vs. C. M. & 
. P. et al. 


November 18—Philadelphia, Pa.—Examiner Bradley: 
\. =. >. 449—Rates on clay from points in Georgia to eastern 
points, 
|. & S. 451—Rates on high explosives to Grand Trunk Ry. 
System stations. 


November 18—Denver, Colo.—Examiner Pattison: 
nn School Supply Co. vs. C. I. & S. R. R. Co. 
et al. 


November 19—Chicago, Ill—Examiner Kelly: 

6825—National Society of Record Assn. et al. vs. Aberdeen & 
Rockfish R. R. Co. et al. 

November 19—Denver, Colo.—Examiner Pattison: 
7144—Abraham D. Radisky vs. C. & S. Ry. Co. 
7158—Abraham D. Radisky vs. C. R. I. & P. Ry. Co. 

November 12—Washington, D. C.—Examiner Barclay: 

* 6990—National Assn. of Tanners et al. vs. L. V. R. R. Co. 

et al, 

November 19—Hartford, Conn.—Examiner Bowers: 

* 7259—Meech & Stoddard vs. Grand Trunk Ry. Co. of Canada 

et al. 

* 6966—S'ttanley Works vs. P. R. R. 

November 19—Kansas City, Mo.—Examiner Flynn: 
6727—S'enith Milling Co. vs. C. & A. R. R. Co. 
7228—Henry C. Fulkerson vs. C. R. I. & P. Ry. Co. et al. 

November 18—Washington, D. C.—Examiner Barclay: 

* 6690—National Assn. of Tanners et al. vs. L. V. R. R. Go. 

et al. 

November 19—Philadelphia, Pa.—Examiner Bradley: 
6189—Red Ash Coal Co. vs. Central R. R. of N. J. 


November 20—St. Joseph, Mo.—Examiner Flynn: 
6959—Tootle-Campbell Dry Goods Co. vs. Mo. Pac. Ry. Co. 
et al. 
7148—James C, Smith Ride Co. vs. S. A. & A. Pass. Ry. Co. 
et al. 
November 20—Philadelphia, Pa.—Examiner Bradley: 
1. & §S. 475—Bituminous coal rates to Baltimore, Md., and 
other points. 


November 23—Argument at Washington, D. C.: 
Fourth Section Application Nos. 205, 305 and others , being pe- 
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tition of the carriers for further relief from the requirements 
of the Fourth Section of the Act to Regulate Commerce as 
to rates and commodities named in Schedule G other than 
was afforded by Fourth Section Order No. 124. 
November 23—Chicago, Ill.—Examiner Kelly: : 
1. & S. 4382—Proportional class and commodity rates to and 
from Mississippi River crossings. 


November 23—Omaha, Neb,—Examiner. Flynn: 
1. & S. 481—Rates on grain and grain products, stations in 
Kansas, Oklahoma and other states. 
6899—Walrath & Sherwood Lumber Co. vs. C. M. & St. P. 
Ry. Co. et al, 
7097—Jay Burns Baking Co. vs. Am. Ex. Co. et al. ‘ 


November 24—Washington, D. C.—Examiner Bradley: 
1. & S. 490—Lumber transit privileges at Buffalo, N. Y. 


November 24—Omaha, Neb.—Examiner Flynn: 
7153—Nebraska Bridge Supply and Lumber Co. vs. N. C. & 
St. L. Ry. Co. et al. 
rr aoa Bridge Supply and Lumber Co. vs. A. Gt. Sou. 
. R. et al. ; ‘ 
6412—Nebraska Bridge Supply and Lumber Co. vs. A. Gt. Sou. 
R. R. et al. 


November 25—Omaha, Neb.—Examiner Flynn: 
7256—Beebe & Runyan Furniture Co. vs. U. P. R. R. Co. et al. 
7083—Geo. H. Lee Co. vs. C. R. I. & P. Ry. Co. 
7106—Anchor Grain Co. vs. C. B. & Q.:R. R...Co. et al. 
November 27—Philadelphia—Examiner Bradley: 
* 7027—Hire’s Condensed Milk Co. et al. vs. P. R.-R. ‘et al. 
November 27—Chicago, Ill.—Commissioner Daniels: 
4262—In the matter of the investigation of alleged unreason- 
able rates and practices in the transportation of live stock, 
packing house products and fresh meats. 
4004—Corporation Commission of Oklahoma vs. A, T. & S. F. 
Ry. Co. et al. ; 
1, & S. 31—In the matter of advances in rates on live stock 
from various points to Oklahoma City. 
|. & S. 36—In the matter of advances in class and commodity 
rates between points in Oklahoma and points in Texas. 
I. & S, 56—In the matter of advances in rates on packing 
house products from Oklahoma City to Kansas points. 
|. & S. 93—Advances on fresh meats and: packing house prod- 
ucts from Wichita, Kan., to points in Louisiana and between 
other points. 
|. & S. 143—Advances on fresh meats and packing house prod- 
ucts from Oklahoma City and other points to points in the 
state of New Mexico. 
November 27—Sioux City, Ia.—Examiner Kelly: 
* 7311—Traffic Bureau of the Sioux City Commercial Club vs. 
C. & N. W.. Ry. Co. . . 
January 20—Chicago, Ill.—Commissioner Daniels: - 
7090—iIn the matter of embargoes. . 


APPLICATIONS UNDER PANAMA CANAL ACT 
Hearings at Baltimore—Commissioner Clements. 


Novas 31 - 28—6669—Pennsylvania R. R. Co. (Chesapeake 

ay Lines). 

November 27 and 28—6667—Baltimore, Chesapeake & Atlantic 
Ry. Co. (Chesapeake Bay Lines). 

November 27 and 28—6670—Maryland, Delaware & Virginia Ry. 
Co. (Chesapeake Bay Lines). 

or 30—6566—Southern Ry. Co. (Chesapeake Steamship 


0.). 
a 30—6602—-Atlantic Coast Line (Chesapeake Steamship 


0.). 
December 1—6601—Seaboard Air Line Ry. Co. (Baltimore Steam 
Packet Co.). 


December 2 and 3—6590—Norfolk & Western Ry. Co. (Old Do-° 


minion Steamship Co.) (Virginia Navigation Co.). 
December 2 and 3—6580—Chesapeake & Ohio Ry. Co. (Old Dor 
minion Steamship Co.) (Virginia Navigation Co.). 
December 2 and 3—6602—Atlantic Coast Line (Old Do- 
minion Steamship Co.) (Virginia Navigation Co.). 
December 2 and 3—6601—Seaboard Air Line Ry. Co. (Old Do- 
minion Steamship Co.) (Virginia Navigation Co.). 
December 2 and 3—6566—Southern Ry. Co. (Old Dominion 
Steamship Co.) (Virginia Navigation Co.). 
Nos. 6667, 6669 and 6670 will be heard together; likewise, Nos. 
6566 and 6662, and also Nos. 6566, 6580, 6601 and 6602. 


DIGEST OF NEW COMPLAINTS 


No. 7418. Centennial School Supply Co., Denver, Colo., vs. Le- 
high Valley R. R. et al. 

Against a rate of $1.12 per 100 pounds on slate blackboards, 
Slatington, Pa., to Denver. A rate not to exceed 58c asked 
for and reparation. 

No. 7419. Holand-Blow Stave Co., Decatur, Ala., vs. Louisville 
& Nashville. 

Unjust and unreasonable charges on stave bolts between 
Alabama points. Just and reasonable rates asked for and 
reparation. 

No. 7420. Minneapolis Mfg. Co., Minneapolis, Minn., vs. North- 
ern Pacific et al. 

Unjust and unreasonable rates on shipment of excelsior from 
Minneapolis to destinations in Missouri, Kansas, Oklahoma, 
Texas, North Dakota, South Dakota, Nebraska, Colorado, 
Texas, Montana, Wyoming, Utah, California, Washington and 
Oregon, the rates being combinations of either joint or local. 
= for the establishment of maxima through rates and repa- 
ration. 

No. 7380. A. Lachman & Co. et al., San Francisco, vs. South- 
ern Pacific et al. 

Against a rate of 75c on wine in barrels, C. L., as dis- 
criminatory when compared with the rate on wine in tank 
carloads between points in California to other points in the 
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United States shown in Transcontinental 
Eastbound Tariff No. 3K, I. C. C. No. 9738. 
not exceeding 50c. 
No, 7421, Bestwall Mfg. Co., Chicago and Clearing, Ill., vs. Lake 
Shore & Michigan Southern et ah 
Against advances on plaster board from 8.33 per cent of the 
sixth class basis to full sixth class basis as excessive, un- 
reasonable and discriminatory. Ask for maxima rates and 
reparation. 
No. 7422. Cartercar Co. and Oakland Motor Car Co. of Mich- 
igan, Pontiac, Mich., vs. Kanawha & Michigan et al. 
Against a rate of $1.80 per net ton on soft coal from West 
Virginia to Pontiac as unjust, unreasonable and unjustly dis- 
criminatory against Pontiac and in favor of other points in 


Freight Bureau 
Ask for a rate 


rH. Ask for maximum reasonable rates and reparation 

° ,923. 

No. 7206, Sub. No. 2. Associated Jobbers of Los Angeles vs. 
ae Fs & S. FP. 


Ask for reparation for switching charges on all shipments 
made since the order of the Commission, April 5, 1910, up to 
June 8, 1914, amounting to $11,240. 

No. 7206, Sub. No. 3. Associated Jobbers of Los Angeles vs. 
Southern Pacific. 

Same as preceding, for $12,667.50. 

No. 7324, Sub. No. 1, Pfister & Vogel Leather Co., Milwaukee 
and Cheboygan, Mich., vs. Lehigh Valley et al. 

Against a published rate of fifth class at the 120 per cent 
basis of New ¥ork-Chicago of 36c per 100 pounds on myrob- 
salians from New York to Cheboygan as unjust, unreasonable 
and excessive. Ask for a rate of 30c and reparation. 

No. 7324, Sub. No..2. Same vs. New York Central et al. 

Same as foregoing with reference to shipments from New 
York to Cheboygan. Same request. 

No. 7436. Weinstock-Nichols Co. et al., San Francisco and Port- 
land, Ore., vs. C. C. C. & St. L. et al. 

Against one and one-half times first class on carbureters 
from points in Illinois and Indiana to points in California, 
Oregon and Washington as unjust and unreasonable. Ask for 
a rate of $2 per 100 and in no case to exceed first class. 

No. 7437. New Orleans Joint Traffic Bureau vs. Abilene & 
Southern et al. 

Against import rate of 38c on burlap in bales, C. L., 30,000 
pounds minimum, from New Orleans and Port Chalmette to 
Dallas, Tex., as unjust and discriminatory against bag manu- 
facturers at New Orleans; and against a local rate of 87c on 
L. C. L. quantities of bags, burlap and cotton-lined burlap 
from New Orleans to Dallas and other Texas points as ex- 
cessive and unreasonable per se. Ask for just and reasonable 
rates on burlap bags, cotton-lined burlap, cotton or clayed 
cotton from New Orleans to Dallas and Texas common points, 
and reparation. 

No. 7438. American Gypsum Co., 
Rochester & Pittsburgh et al. ‘ 

Against increased rates on plaster board and other products 
in mixed C. L. as unreasonable, unjust and discriminatory. 
Asks for just and reasonable rates and reparation. 

No. 7430. Tampa (Fla.) Board of Trade vs. Alabama & Vicks- 
burg et al. 

Against joint rates, rail and water, to Tampa via Mobile and 
New Orleans as contained in Tampa tariff No. 3 as unjust and 
unreasonable, especially with reference to grain and grain 
products from points in Arkansas, Kansas, Kentucky, Mis- 
souri, Minnesota, Ohio, Oklahoma and Tennessee. Ask for 
rates not higher than combination of rail rates to New Orleans 
and that they shall establish joint through rail and water 
rates from points in the states named via Mobile in connec- 
tion with the Mallory line which shall be the same as through 
rail and water rates which they ask to have established 
through New Orleans. 

No, 7431. H. W. Taylor & Co., 
Louis Bridge Terminal Ry. Co. 

Allege unreasonable and unjust rates on cross-ties from 
points in Missouri to Chicago. Ask for just and reasonable 
rate and reparation. 

No. 7432. John J. Felin & Co., Inc., Nice Town, Philadelphia, 
Pa., vs. Philadelphia & Reading. 

Alleges discriminatory charges on shipments of hogs 
by reason gf alleged excessive charges for yardage and 
discrimination in favor of competitors for whom the B. & O. 
and Pennsylvania make an allowance. Ask for a cease and 
desist order and an allowance of 8c a hog delivered at its 
yard and reparation on that basis. 

No. 7434.. C. H. Robinson Co., Grand Forks, N. D., vs. 
can Express Co. et al. 

Against a rate of $2.50 per 100 pounds on berries from Hood 
River, Ore., to Winnipeg and other points in Manitoba, as un- 
just and unreasonable in comparison with a rate of $2 from 
White Salmon, across the river from Hood River. Asks for 
a cease and desist order and reparation. 

No. 7435. George D. Carroll, Grand Forks, N. D., vs. 
Northern. 

Against the rail part of a rail-and-water combination on 
scrap sheet piling from Buffalo to Grand Forks via Duluth. 
Asks for a cease and desist order and reparation. 

No. 7206, Sub. No. 4. Associated Jobbers of Los Angeles vs. 
San Pedro, Los Angeles & Salt Take. 

Same as preceding, for $1.297.59.’ 

No. 7424. Abel & Bros., Lincoln, Neb., vs. Missouri Pacific. 

Against a rate of 9c on paving brick, Buffalo, Kan., to 
Lincoln, Kan. Ask for a published rate of 8c and reparation 
of $706. 

No. 7424, Sub. No. 1. Hydraulic Pressed Brick Co., 
and Omaha, vs. Missouri Pacific. . 

Same _as preceding. 

No. 7424,~Sub. No. 2.. Ford Paving Co., 
Omaha, vs. Missouri Pacific. 

Same as preceding. 

No. 7425. Dallas (Tex.) Cooperage 
Gulf, Colorado & Santa Fe. 

Alleges excessive and discriminatory switching charges. 
Asks for reparation and the establishment of maxima switch- 
ing charges. 


Buffalo, N. Y., vs. Buffalo, 


Chicago, vs. Wabash and St. 
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Great 
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No. 7426. James Kennedy & Co., Ltd., Cincinnati, O., vs. 
Kanawha & West Virginia et al. 

Against a rate of 27%c from Blakeley, W. Va., to Locust 
Point, Md., for export. Ask for a published rate of 21c and 
reparation. 

No. 7427. Kansas City Live Stock Exchange vs. Atchison, To- 

peKa & Santa Fe et al. . 

Alleges overcharges in cornection with weighing of ship- 
ments of cattle at Kansas City. Asks for a cease and desist 
order, reasonable track weights and the abolition of the 
method of assessing charges on hoof or selling weights, less 
arbitrary allowances for shrinkage and for amendment of the 
rules of practices. 

No. 7428. Texarkana Freight Bureau vs, Illinos Central et al. 

Application for a revision of freight rates on tropical fruits, 
Cc. L., from New Orleans and points taking the same rates to 
Texarkana, and reparation. 

No. 7429. The Kerrihard Co., Red Oak, Ia., vs. Southern et al. 

Alleges unjust and unreasonable charges on carloads of pig 
iron of the Philadelphia furnace of the Sloss-Sheffield Stee: 
and Iron Co., Florence, Ala., to Red Oak, in that they exceed 
the rates to Council Bluffs, to which Red Oak is intermediate. 
Ask for maxima rates and reparation. 


MINOR UNREPORTED ‘OPINIONS 


(Copies of Unreported Opinions may be obtained from the 
aa office of The Traffic Service Bureau at a nominal 
charge. 











No. A814, Case No. 5678. Union Bag and Paper Co. vs. D. 
& H. Co et -'. Rates for the transpertetion of paper bags 
from Hudson Falls and Ballston Spa, N. Y., to New Orleans 
-— zene, Ala., not found unreasonable and cemplaint dis- 
missed. 

No. A815, Case No. 5598. Rhvnsburger vs. C. R. L & P. 
Proposed rates on butter, eggs and dressed poultry from Pella, 
Ja., to Mississipni River used in constructine through rates to 
New York and other eastern points not found unreasonable and 
complaint dismissed. 

No. A816. Case No. 5986. Eastern Tale Co. vs. C. & E. I. 
R. R. Demurrage charges assessed on a shipment of soapstone 
filings en route from Shafter, Vt., to Smithton, Ill., at Lenox, 
Ill., where awaiting notice from shippers as to whom delivery 
was to be made not found unlawful and complaint dismissed. 

No. A806, Case No. 6410. Penn Oil and Supply Co. vs. L. S. 
& M. S. et al. Pursuant to stipulation and following Penn Oil 
and Supply Co., Ltd.. vs. A. T. & S. F. Ry. Co., Unreported 
Opinion A690, complaint dismissed. 

No. A818, Case No. 6745 and Sub. Docket No. 1. Edwin F. 
Myers vs. C. B. & Q. Rate of two and one-half times first class 
applying west of Mississippi River on L. C. L. shipments of 
motorcycles from Springfield, Mass., to Broken Bow, Neb., found 
unreasonable to the extent that it exceeded a rate of one and 
one-half times first class. Reparation awarded. Complainant’s 
contention that one and one-half times first class rate is un- 
reasonable not sustained. 

No. A819, Case No. 6733. F. J. Lewis Mfg. Co. vs. C. R. I. 
& P. et al. Complainant’s contention that charges for a tank 
lot of coal tar from Ft. Dodge, Ia., to Moline, Ill., were unrea- 
sonable dismissed for lack of evidence. 

No. A820, Case No. 6686. W. C. Morris vs. A. T. & S. F. 
Rates for the transportation of malleable iron castings from St. 
Louis, Mo.. to Tulsa, Okla., not found unreasonable and com- 
paint dismissed. 

No. A821, Case No. 6652, McShane Lumber Co. vs. Gulf C. 
& S. F. et al. Four carload shipments of lumber from Dear- 
born, Tex., to Rosedale and Eden, Mo:, not found to have been 
misrouted nor is rate via route of movement found unreasonable 
and complaint dismissed. 

No. A835, Case No. 5585. W. F. Boardman Co. et al. vs. 
A. T. & S. F. et al. Rate of $1.50 per 100 pounds on gas cooking 
stoves from points east of the Missouri River to San Francisco, 
Cal., found unreasonable in that it exceeds a rate of $1.30 
applying on other cooking stoves, and reparation awarded. 

No. A786, Case No. 6673. McCaull-Dinsmore Co. vs. C. M. 
& St. P. Complainant found to have been damaged by the 
misrouting by defendant of two carloads of shelled corn from 
Evander, Ia.. to Kansas Citv, Mo., and reparation awarded. 

No. A787, Case No. 6680. Swift & Co. vs. S. A. L. et al. 
Rate of 36e per 100 pounds on cottonseed foots, C. L., from 
Charlotte, N. C., to Louisville, Ky., found to have been un- 
resenese to the extent that it exceeded 27c and reparation 
awarded. 


CLEAN BILL OF LADING.- 

The following order has been issued by the Railroad 
Commission of California in the matter of issuance of 
clean bills of lading: “It is hereby ordered that all 
railroads issue to shippers of carload freight from 
agency stations a clean bill of lading at the request of 
the shipper, and in such cases to discontinue the prac- 
tice of noting on bill of lading ‘shipper’s load and count.’ 
It is further ordered that upon request of shipper of 
carload freight from a non-agency station the railroad 
will send a man to check the loading and issue a clean 
bill of lading, the expense, except transportation of man 
to and from point of loading.to perform service of check- 
ing, to be borne by the shipper.” 
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Increasing Efficiency on the Short Haul 


New Devices, Suggestions and Methods for Increasing Efficiency in Freight Handling and Other 
Branches of Traffic Work. Contributions Are Welcomed. THE TRAFFIC 
WORLD Will Be Pleased to Answer Inquiries Concerning Any 
Device or Method Mentioned in This Department 


PREVENTION OF CLAIMS 


(From the Pittsburgh Dispatch.) 

In line with the suggestion of the Commission that 
the railroads should institute further economies of oper- 
ation, one such effort that is being made by the Penn- 
sylvania lines west is noteworthy, to-wit, the preven- 
tion of loss of and damage to freight shipments. On 
certain roads payments for such claims aggregate 
amounts in excess of 2 per cent of their gross freight 
revenues, while on the Pennsylvania lines west the fig- 
ures run under 1.3 per cent. 

Freight that has gone astray in consequence of 
obliteration of markings or from other causes is for- 
warded, currently, to a specially designated warehouse, 
where a staff of experts in the employ of the freight 
claim agent is engaged in identifying and reforwarding 
it, and excellent: results are being -effected, the whole 
question being approached along lines of friendly co- 
operation instead of in a critical and antagonistic way, 
both with employes and shippers. 

Of payments made for loss and damage, approxi- 
mately 23 per cent are for the first-mentioned class of claims 
and 77 per cent for the second, hence the energies of 
the department are being bent chiefly at present to 
lessening the latter, to which end all instrumentalities 
are employed, including reports, agents’ meetings, super- 
vision by traveling representatives, educational work 
and photographic showing of improperly loaded and 
stowed freight. 





FREIGHT HOUSE PROBLEMS 


(By James L. Moore, Foreman Chicago Freight House, in the 
Great Western Employes’ Magazine.) 


In handling a subject of this kind, I think it would 
be well to start at the beginning, and in doing so I will 
endeavor to lay before you the main features of freight 
house work. 

Let us suppose, for example, that a railroad has just 
been constructed, the equipment supplied, and the freight 
houses built. The next step in the further development 
of this great industrial achievement is to induce the man- 
ufacturer, and the wholesaler, the miller and the farmer, 
the miner and the other men of affairs to patronize that 
road for the transportation of their products and their 
wares. It is necessary to show the great Captains of 
Industry, because they are the source of a railroad’s 
sustenance, that your receiving station and other facilities 
for the transportation of freight are not only equal but 
superior to those of any competing line. 


Having secured your Patrons, you must, in order 
to retain them and obtain others, give entire satisfaction 
in' the handling of the goods. First impressions are al- 
ways most influential, and the first impressions of a rail- 
road are gained at the freight house door. If the business 
there is conducted in a slipshod, dilatory, or unsatisfactory 
manner, the railroad company suffers irreparable injury. 





Here is where you come in contact for the first time 
with the labor problem, perhaps the greatest of all prob- 
lems of the industrial world and by far the most difficult 
of solution. 

Your connection with the man who works with his 
hands is not altogether confined to your own employes— 
you have also to deal with an important employe of the 
shipper, namely, the teamster, who usually considers him- 
self a great factor in the railroad transportation business. 
He regards himself as the connecting link between the 
factory and the railroad, and has as a general rule a very 
big estimate of his actual worth. It is necessary to handle 
this person with gloves, to treat him with a certain def- 
erence and consideration, or at least make him think 
you are so treating him, and while putting forth your 
best efforts to handle every shipment with all practica- 
ble dispatch, it is always well to let the teamster think 
that your utmost endeavors are for him alone. He is flat- 
tered by this seeming attention, he goes away happy, 
he speaks of your freight house in terms of the highest 
praise and soon everybody is talking of your;business ef- 
ficiency. 

This may seem a trifling matter, but bear in mind that 
the merest trifles have led to the greatest achievements, 
and the growl of a disgruntled teamster will divert valu- 
able shipments (other things being equal) from one road 
to another. 

Let us now turn to the railroad employe. All men 
employed in a freight house should be reasonably intelli- 
gent. They should be able to understand that by failing 
to put freight in the proper cars, they are placing an 
unnecessary and easily avoidable bill of expense against 
their employer, and sometimes causing much inconvenience 
and loss of trade to the consignee. Freight house men 
should also be physically strong and capable of much 
endurance, for their hours are long and the nature of 
their work is of the hard labor variety. 

Some years ago men of this ciass were easily ob- 
tained. The men employed in the freight houses of Chi- 
cago in those days were emigrants from the Northern 
Countries of Europe and native-born Americans. These 
men are no longer available, instead we have the emi- 
grants from Southern Europe, with some Poles and = Lith- 
uanians, an inferior class of workmen. The consequence 
is we must employ these men in larger numbers and with 
the efficiency demanded by our officials on one hand, and 
the low pay roll on the other, you will readily see that 
the foreman is up against it all the time. He is between 
the devil and the deep sea, with no possible avenue of 
escape. 

“Continual watchfulness is the price of safety;” with 
that admonition in his mind the foreman is always on 
the alert to prevent possible mistakes in the loading and 
stowing of freight. Oil or other liquids loaded with mer- 
chandise are liable to leak and cause great damage. 
Acids in carboys improperly stowed are liable to break- 
age and the resultant loss might be enormous. Ship- 
ments of an inflammable nature and explosives must be 
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handled with great care and every precaution taken to 
insure their safety in transit. Carelessness in the han- 
dling of such goods may result in an accident that would 
be nothing short of appalling. 


I once witnessed a very peculiar accident in con- 
nection with a shipment of an inflammable nature: 

Several cases of gasoline, in tin cans, were stowed 
in the end of a car, into which it was necessary to load 
some long steel bars. The man in loading dropped one 
bar upon another, causing a spark,of fire which set 
aflame the gas escaping from the oil. The fire spread 
rapidly through the car, from the car to the freight house, 
and the aid of the fire department had to be sought 
before it was extinguished. 


Freight of a fragile nature and also perishable goods 
are quite frequently accompanied by problems of a more 
or less serious nature. There is always a car problem to 
contend with. Cars are the railroad company’s units of 
revenue and the freight house foreman who fails to ‘see 
that every car set for loading is profitably employed is 
either inefficient or careless. 


It is wrong to load two cars when one will carry the 
load. Consolidation of carloads can often be economically 
effected—the cars released materially increasing, and 
sometimes more than doubling the company’s revenue. 

Every day of the week and every hour of the day 
we are‘ confronted by problems demanding immediate 
attention and quick solution. 

In our Harrison street freight house we handle a 
daily average tonnage of more than 1,000 tons, consist- 
ing of L. C. L. merchandise, butter, eggs, flour, canned 
goods, prunes and raisins. This tonnage is delivered to 
us in various ways, by water, rail, wagon and auto truck, 
and from all corners of the globe. We do not receive these 
shipments in a steady stream aggregating 1,000 tons a 
day, for if we did, there would be no problem to contend 
with, the work of each succeeding day would be a repeti- 
tion of the previous one. It is the irregularity of the 
freight house business, and the everchanging nature of the 
shipments that makes the problems. 

For instance, our business to-day may not exceed 900 
tons with perhaps very little goods of a perishable nature, 
while to-morrow we may have a grand total of 1,400 tons, 
including a large quantity of perishable freight. So you 
see we have to reckon every day with problems of labor 
and equipment, how to handle 1,400 tens with a labor force 
equal to 900 tons, a car supply arranged to take care of 
that amount, and track facilities taxed to their utmost 
capacity. 
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Shipments intended for immediate consumption, or 
those that are in ufgent demand, must be rushed forward 
to destination, while goods that do not require such prompt 
movement must be sidetracked for a few hours and -han- 
dled by our force working overtime. Hiring more Irelp 
under such conditions I would consider a waste of money. 

Our business is so varied, so irregular and received 
from so many sources that we are never done solving 
problems. 

Light and power, apparently a two-headed problem, is 
reduced to a single proposition in our Harrison street 
warehouse by reason of the fact that their source is identi- 
cal. 


Our freight house is one-eighth of a mile long and 
the floors above the first are 85 feet wide, having a total 
floor space of 200,000 square feet lighted by 900 eléctric 
lamps, and equipped with three platforms and five electric 
barrel elevators. The platform elevators can carry 12,000 
pounds each every trip, and the barrel elevators can carry 
500 barrels each per hour. 


Now the problem offered here for solution is one of 
economizing in labor, light and power. By operating the 
elevator nearest the cars set for unloading, and by having 
a vacant floor space in the immediate vicinity, we are 
able to shut off the lights in the other parts of the build- 
ing, to dispense with the use of other elevators and use 
the elevator men in handling freight for the time being. 


How to ice a refrigerator car loaded with perishable 
freight when our stock of ice is exhausted may seem a 
difficult problem, yet we solve that problem every day. 
There are always a number of refrigerator cars, that do 
not need ice, being loaded and as some of them contain 
quite a large quantity of ice used in the protection of 
their most recent loads, we go into their ice bunkers 
and transfer the ice to the cars where it is needed. We 
do this even when we have a large stock of ice on hand, 
and the expense of .transferring is not too great. This 
looks almost like robbing Peter to pay Paul, but it is only 


taking away Peter’s surplus to provide actual necessities 
for Paul. 


From my limited experience in the business world, 
and from personal observation I am convinced that all 
problems of a business nature are made easy of solution 
by efficiency and economy. 

The first great aim of a man in charge of an indus- 
trial concern, whether it be a freight house or a national 
bank, should be efficiency and the second should be the 
most rigid economy without ‘impairing the service. 

Efficiency and economy are the two great industrial 
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G. V. Electric Trucks 


These three 5-ton G. V. Electrics with power operated dumping 
bodies used by the Commonwealth Ice & Cold Storage Company of 
Boston, is another illustration of the wide application of G.V. Electrics. 
Crushed ice is delivered to the fishing schooners and fish taken to cold 
storage. Cheaper than horses on a very short haul. 


Write to-day for new catalogue No. 104. 


GENERAL VEHICLE COMPANY, Inc. 


General Office and Factory 
© Long Island City, N. Y. € 


Chicago Boston : Philadelphia 





As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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agents that, working hand in hand, raise a business con- 
cern to an ideal condition of service and at the same time 
keeps it within the limits of profitable investment. 


CARRIERS’ ANNOUNCEMENTS 


COMPLETES LINES TO ATLANTA. 

The Boyne City, Gaylord & Alpena Railroad Co. 
has completed its line into Atlanta, Mich., and antici- 
pates that it will be in position to handle freight to 
and from that point November 15. It is the desire that 
all lines publishing through rates to stations on the 
road will provide for through rates to Atlanta, Mich., 
applying the same basis as effective to Gaylord or 
Alpena, Mich., whichever is the higher. For the present 
this point will be handled as a prepaid station. 


NEW ORLEANS AND FLORIDA POINTS. 

New Orleans Joint Traffic Bureau announces that 
the steamer “Dorothy” will leave New Orleans Novem- 
ber 7, stopping at Pensacola, Tampa and Boca Grande. 
On the return trip freight will be accepted at Tampa 
and Boca Grande for New Orleans. The steamer will 
also stop at Pensacola on her return for cargo for New 
Orleans, if a sufficient quantity of it is offered. After 
the first trip a regular service between New Orleans 
and these points will be maintained every 15 days. 





ARGUMENTS IN WASHINGTON. 
Arguments were made before the Commission in 
Washington Thursday in I. & S. No. 450, involving 
switching rates in Milwaukee, by O. W. Dynes and 
Thomas H. Gill, and in the complaint of the Rice Im- 
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Reg. U. S. Pat. Off 


In the warehouse, where all sorts of 
packages are piled and unpiled contin- 
ually, the method of handling is very 
important. The Revolvator will enable 
two men to pile goods, whether they 
run uniform in cases, rolls, etc., or not, 
better, quicker, cheaper and more safe- 
ly than four to seven men working by 


hand. 
It will pay you to investigate this 


machine. Write for Bulletin TR 28, 
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provement Association against the International & Great 
Northern, by S. H. Cowan and F. H. Wood. In the 
Milwaukee case the question is as to the reasonable- 
ness of increases by the Milwaukee for deliveries on 
industrial tracks, the increases running from $2.50 to 
$6 and $9 per car. The increases are an attempt to 
get back to a situation that prevailed prior to 1901, 
when the switching rate of $5 per car was cut down to 
$2, $2.50 and $3. In the complaint of the rice millers 
the railroads are accused of giving preference to im- 
porters of brewers’ rice on the material used in making 
beer, to the disadvantage of the domestic producers of 
rice in Texas, Louisiana and Arkansas. The south- 
western roads contend that the rates they make are 
normal ones, because they are forced by competition of 
lines from the Atlantic ports, which have no rice millers 
on their lines, but are only interested in the rice that 
comes from abroad. 
COMMISSION’S ORDERS. 

The effective date of the order in Docket No. 5113, 
Colonial Salt Co. vs. C. B. & Q. et al., has been post- 
poned from December 1 to January 1; that in Docket No. 
3243, Sioux City Terminal Elevator Co. vs. C. M. & St. 
P. et al., is modified so as to become effective December 
1 and to require the establishment of the rates pre- 
scribed via the direct or short line only. 

Swift & Co. have been allowed to intervene in No. 
7199, George A. Hormel & Co. vs. Chicago Great Western 
et al. and the Grand Trunk, Minneapolis & St. Louis, 
Ann Arbor, Burlington, Northwestern, the Soo Lines and 
the Chicago, St. Paul, Minneapolis & Omaha have been 
made additional respondents. 


POSITIONS WANTED OR OPEN 


TRAFFIC MANAGER—A competent, aggressive and 
reliable TRAFFIC MAN, with railroad and commercial ex- 
perience, is available for transportation service. Age 35, 
married. Ten years with trunk line railroads operating 
west of Chicago and Mississippi River; one year com- 
mercial traffic work. Railroad service entirely with freight 
claim and traffic departments. Broad knowledge tariffs, 
classifications all territories; also familiar with interstate 
comme?’ce act, tariff circular regulations, conference rul- 
ings, etc. Recently employed as assistant traffic manager 
large steel car manufacturing company. Salary com- 
mensurate with results obtained. Address E. O. G.-74, 
The Traffic World, Chicago, IIl. 
SSS 

TRAFFIC MANAGER, thoroughly versed in all 
branches of traffic, desires to make a change. Twelve 
years’ experience. Best of references. Address S. M. 44, 
The Traffic World, Chicago, III. 








RATE AND CLAIM MAN, age 31, at present connected 
with a traffic bureau, desires to make connection with a 
manufacturing or mercantile concern. Familiar in all 
territories; 11 years’ experience. T. F. 24, The Traffic 
World, Chicago, II]. 


Fxpert RATE AND TRAFFIC MAN, at present in 
charge of traffic for iron and stee] company, desires to 
make new connection with large industrial or commercial) 
concern, where exceptional ability and experience are 
absolutely essential. Reliable reference. Age $1; mar- 
tied; temperate. B. A. 41, The Traffic World, Chicago, 1. 





Parkersburg Transfer & Storage Co. 


PARKERSBURG, W. VA. 
101-113 Ann Street. 
DISTRIBUTING AND FORWARDING AGENTS. 


Judson Freight Forwarding Co., Inc. 


CHICAGO 443 Marquette Buliding. 
sT. LOUIS 1501 Wright Building. 

Carload distribution to all railroads at Chicags .n4 o. 
Louis without teams; L. C. L. shipments of machinery 
forwarded at reduced rates to all principal Western and 
Pacific Coast points. 





Terminal Transfer & Storage Company, Ine. 


‘U.S. Bonded Transfer (Mobile, Alabama! 


Forwarding Agents and Distributors of Carload freight. 
Modern Diraae Warehouses with track connections. 


D. A. MORR TRANSFER CO. 


KANSAS CITY, MO. 
2114-2120 Central Street. 


TRANSFER, MERCHANDISE STORAGE, FORWARD- 
ING, DISTRIBUTION AND CITY DELIVERIES. 
Direct Connections With All Railroads. Fireproof Storage, 
Sprinkler System. 





BARNESON-HIBBERD WAREHOUSE CO. 
SAN FRANCISCO, CAL. 


Main Office, 310 Sansome St. Telephone Sutter 940. 

China Basin Warehouse and Wharves, foot of Fourth 
9t., with spur track. General Storage. Grain and Beans 
cleaned, polished and graded. Forwarding Agents and Pub- 
lic Weighers. Spur Track connection with all Railroads 
entering San Francisco. China Basin Warehouses and 
Wharves the only public facility in San Francisco where 
deep water, rail and public warehouse meet. No drayage. 





If you want the names of Warehousemen at 
cities not shown in this Directory, write 
The Traffic Service Bureau, 
Chicago. 
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BUFFALO, N. Y. 
350-356 Seneca St. ‘“‘Unsurpassed facilities’ for stor- 


ing, handling, transferring and forwarding goods. Tele- 
phone No. 633. 


Louisville Public Warehouse Co., Inc. 


Lt OLISVILLE, KY. 


amport ana export fireignt contractors, transfer and 
reshipping agents, custom house brokers. Bonded and 
free warehouses. 


THE SOUTH WEST WAREHOUSE COMPANY 


“The Largest Modern Warehouse West of Chicago’ - 
19th and Campbell Sts., Kansas City, Mo. = -- :: 
Exclusively for Merchandise Storage, Forwarding and 
Distribution. Guaranteed Service. Lowest rates in 
United States. Bonded and free warehouses. Write us. 
We like to answer questions. Our booklet, of interest 
to any concern doing a warehousing or distributing busi- 
ness, free for the asking. ; 





Pearce Forwarding Company 
GALVESTON, TEXAS 


Prompt service, courteous treatment, warehouse- 
men and drayage contractors. Package cars operated 
to southwestern points at reduced rates. 






Jones & Company, Inc. 


NORFOLK, VA. 












Storage, Forwarding and Distributing Agents. 
Rail and Water Facilities. 
All Steamers Can Dock at Our Wharves. 


The Benedict Warehouse & Transfer Company 


DENVER, COLO. 
501 SIXTEENTH STREET. 


DISTRIBUTION OF POOL CARS AND GENERAL 
WAREHOUSING 











EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this 
is an important suraeet and are reaching out for such 
trade. A competent Forwarding Agent can be of material 
“five quote rates of Freight and Marine In 

e quote rates o eig’ arine Insurance to 
pieces abroad and shall gladly answer inquiries reaeaele 
msular Regulations, stoms Duty, etc. 
@. W. SHELDON & CO., Chicago, New York, London, 
Liverpool, Paris, Havre, Boulogne-Sur- Mer. 
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THE TRAFFIC BULLETIN 


SAMPLES ON REQUEST 





THE TRAFFIC SERVICE BUREAU, CHICAGO 


As a Friend of THE TRAFFIC WORLD, please Mention the oaper in writing to advertisers. 
















THE TRAFFIC ‘WORLD 


) ge. ts a | 

ee ia Bess 
The Urata States Senate has treteucees the cofnmisiton 
which is provided for by the new 


to investigate one corporation engaged in interstate trade and > 
already there is more or less talk as to when the commission 
will be appointed and as to who its members will be. 


You will want to keep in touch with developments and | 
Our magazine. | 


PUBLIC §S ERVICE} 


a5 sGU! LATI ON 
Je, OE PORIMIER 


Will — you with an —_ authentic and alitaye4 
dependable medium. 





















Special Announcement 


Beginning with November first, it is being issued semi- 
monthly. And that number contained The CLAYTON BILL. — 

Better let us. start your subscription now. Price ¥ 00 | 
per year. 


THE TRAFFIC SERVICE BUREAU 


PUBLISHER 
418 South Market Sedich 
CHICAGO 





